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Butyl Rubber is not new in the 
family of synthetic rubbers, 
but it is now beginning to play 
a much more important part 
in our wartime production 
program. 

Butyl is a synthetic rubber 
about which truck operators 
and the public in general have 
heard litthe—but rubber scien- 
tists have been working with it 
for a good many months. 

Today, Butyl Rubber is be- 
ing used in many ways because 
of its exceptional ability to 
hold air and to resist the effects 
of deadly gases. ... It has been 
used in considerable quantities 
for truck tubes for the Army. 

Now, as a result of several 
years of development, the Gov- 


ernment has made available a 









limited quantity of Butyl Rub- 


1230 SIXTH AVENUE 


NEWS 


ABOUT BUTYL RUBBER 





ber to be made into truck tubes 
for civilian use by United 
States Rubber Company and 
others in the industry. For the 


present, the sizes are restricted 





to 10- 11- and 12-inch cross- 


sections only. 

This marks another step for- 
ward in the steady progress 
toward the day when it may be 
possible to make completely 
satisfactory tires and tubes 
entirely of synthetic rubber of 


some specific type or combina- 


UNITED STATES RUBBER COMPANY 


¢ ROCKEFELLER CENTER - 





SERVING THROUGH SCIENCE 


NEW YORK 20, N.Y. 


tion of types. Today Butyl can 
replace natural rubber for 
inner tubes, and in many ways, 
do the job better. 

It will be some time before 
these new tubes made of Butyl 
are available in quantities. 
Volume production is perhaps 
a long way off. As supplies of 
Butyl become more plentiful 
and as we learn more about it, 
this new synthetic may prove a 
permanent advance in tube 
engineering for passenger cars 
as well as trucks. 

If you want more informa- 
tion about Butyl tubes, see 
your nearest U.S. Truck Tire 
Distributor or write to the 
Truck Tire Department, United 
States Rubber Company, 1230 
Sixth Ave., New York 20, N.Y. 
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“Delivers Anything! 


. and that’s only half of it! Towmotor Fork 
Lift Truck delivers anything — anywhere! Look 
what Towmotor can do for you: lift, move, spot 
and store loads weighing as much as 10,000 pounds, 
travel as fast as 880 feet a minute and build stacks 
as high as 25 feet .. . with just one man or woman 
at the simple operating controls! 


Modern production methods demand modern mate- 
rials handling equipment of extreme maneuver- 
ability, power, stamina and speed; equipment with 
unrestricted movement and an unlimited operating 
range that will efficiently take care of all materials 
handling assignments in.all plant, yard and termi- 
nal areas .. . in other words, equipment that can 
go anywhere! 


Towmotor gives you every one of these features. 
Why don’t you investigate the modern handling 
system that offers so many new handling efficien- 
cies? Send today for Towmotor DATA FILE—get 
the complete story. Write Towmotor Corporation, 
1231 E. 152nd Street, Cleveland 10, Ohio, for your 


copy. 


TOWMOTOR 


THE 24-HOUR ONE-MAN-GANG 








Published weekly by THe TraFric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 
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“Jhrar (4 are going places!” 
Be happy—Be free of traffic worries 


—Ship via CCC Highway. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


17 South High{Street DIVISION OF U. S. TRUCK LINES Columibus, Ohio 
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ON EVERY U.S. 
HIGHWAY 


cD 


N city pavement and over country highway, you'll see High- 
way Trailers busy on a thousand-and-one important wartime 
assignments—but they’re all traveling the same route to Victory. 


America’s progress along this route has been faster because 
of the tremendous volume of freight moved by motor transport. 
And Highway Trailers have handled their full share of that freight, 
swiftly, dependably and economically—because in all the years of 
Highway history, there has never been a compromise with quality. 


Keep your eye on Highway Trailers and see how wartime 
experience has shown the way to increased strength and decreased 
weight in the finer ‘‘Freightmasters” and “Clippers” which High- 
way will be offering presently. 


HIGHWAY TRAILER COMPANY 


Edgerton, Wisconsin 


Truck Trailers and Bodies * Earth Boring Machines * 
Winches and other Public Utility Equipment 


HIGHWAY 


AMERICA’S QUALITY 


TRAILERS 





By Rail « By Water e By Road « By Air 
“BOUND TO GET THERE” 


with Ocme Stecbatrapy 


@ Wherever shipments move .. . land, 
sea or air . . . those packs reinforced 
with Acme Steelstrap are “Bound to Get 
There.” The thousands of products of 
the nation’s industry . . . destined for 
overseas or the market places at home 
. . » are protected beyond production 
lines when you see the Acme seal. 


And when you see the figure of Doc. 
Steelstrap, you find the symbol of Acme 
engineers . . . men whose business is 
the scientific reinforcement of shipping 
packs ... from the smallest container 


elepus. 


to carloads of freight. On every fighting 
front there is evidence of Doc.’s skill on 
cases, cartons, crates, bales and skidloads. 


Today, Steelstrap and Doc. have a full- 
time war assignment in Army and Navy 
depots, in arsenals and in war industry. 
Uncle Sam calls it “pack it right to 
reach the fight” . . . we’ve always called 
it “Bound to Get There.” 


When his war work is finished, Doc. 
will be ready to discuss the Steelstrap 
job of reinforcing your post-war busi- 
mess . . . wherever it may travel. 


ACME STEEL COMPANY 


2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 
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STEELSTRAP FOR EVERY 


INDUSTRY 


For all industry, there 

% is a specialized appli- 
cation of strap that 
contributes to manu- 
facturing progress and 
economy. 


Acme strap conserves by pro- 
tecting the products of indus- 
try against damage, pilferage 
and loss . . . by eliminating 
excess container materials . .. 
by conserving on shipping 
weight and cubic. Above all, 
by insuring safe and sound 
deliveries. 


ACME STEEL CO. 
CHICAGO 
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M-1 vs. uck 


@ Rugged men driving rugged trucks for 
Uncle Sam plough ahead into jungles an 
forests, through rivers and over trails that 
would make even a pack animal think twice. 
Naturally, 4 truck crew can expect to have 
to yell for o often. 


-1 Heavy Wreckers 
(which we tur the hundred under 
the supervision e Rochester Ordnance 
District) come in han have the power 
the equipment, and the traction it takes to 
get other vehicles out of trouble. 

With the'exception of a 
of much-needed civilian fire apparatus, 
Ward LaFrance Truck Division factories are 
making nothing i vehicles today- 
However, authorizat been received to 


f commercia 


LaFrance & 
incorporate im 
Why not write our 


ARD LAFRANCE x 


*  PRUCK DIVISION 


GREAT AMERICAN PD INDUSTRIES. INC. 


Elmira, 











“| Cleve Noe 










@ Rarely will you find a family like the Noes. 
Dad Dave, section laborer for the “North 
Western” in Valentine, Nebraska, is a quiet, 
industrious chap, and so young looking it 
seems incredible that he has nine sons, seven 
of them wearing the uniform of Uncle Sam! 


28-year old Warrant Officer Leo tops the list. 
Next in line is 1st Lieutenant Edward, and fol- 
lowing him Corporal James, now in the Aleu- 
tians. Then there’s Paul, on overseas duty in 
the Air Corps. Francis, Aviation Machinist 
Mate 1st Class, follows him, and right on his 
heels is Sailor Hugh, Fireman 1st Class, some- 
where on the high seas. 17-year old Albert, 


-FATHER OF THE SEVEN FIGHTING NOES 





Seaman 2nd Class, on duty in the Pacific, com- 
pletes the list. 


Seven out of nine boys in service —that’s a 

high batting average even for duty with Uncle 

Sam. Small wonder Dave is a proud father. 

We salute him and his stalwart sons. Imbued 

with the fighting spirit of America, each of them 

is doing all he can to speed the day of victory. 
* * * 


The “North Western” service flag, which hangs in 
the Waiting Room of the Chicago Terminal, contains 
4,375 stars. Not only is it a symbol of patriotism, but 
also provides us with 4,375 reasons for doing an all- 
out job for Uncle Sam. We in our way, as you in yours, 
will continue to do our utmost in Freedom’s Cause. 





CHICAGO and 


NORTH 
WESTERN 


LINE 
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SERVING AMERICA Ih 
WAR AND PEACE FOl 
ALMOST A CENTUR! 
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Victims o E 


lenty of bombed-out trailers and other military 

vehicles litter invasion routes—where the 
enemy concentrates his fire. They would have 
stood up, year after year, under the toughest 
service on our home highways. 





It doesn’t have to be a bomb! Rushing war 
equipment through jungles, across frozen Arc- 
tic wastes, up to shell-cratered battlefronts, 
trailers simply wear out under the continuous 
beating they have to take. 


Every disabled military trailer has to be replaced 
—fast! This means, fewer trailers can be made 
for home civilian use. Yet, with too few 
trailers, parts, tires and men, Motor Transport 
has been carrying on—doing an amazing job 
of keeping essential supplies moving all over 
this continent. 


Our 2-Part Program for Home Transport 


Although this war consumes military trailers 





nemy Action, too! 


RAILMOBILE 


Commercial Trailers for War and Peace « The Vital Link in Flexible Transportation 


00s 


at a staggering rate, the tide is turning and 
American production of trailers is catching up. 
To help Home Transport, Trailmobile is speed- 
ing two programs: 


1. New Trailmobiles. Under Govern- 
ment allocations Trailmobile is produc- 
ing several thousand this year for 
commercial use—with no let-up in 
turning out vital military equipment. 


2. Expanded Service. Trailmobile 1s 
daily increasing the number and the 
facilities of service centers throughout 
the nation. 


For new trailers, or service on your old ones, 
see your nearest Trailmobile distributor or 
branch—or write today! 


The Trailer Company of America 


Cincinnati 9, Ohio Berkeley 2, Calif. 
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Improve Wartime Track Appearance with 


MEYERCORD DECALS 


Pre-war trucks, poorly groomed, look twice as old! It’s easy to im- 





SEND FOR TRUCK DECAL prove appearance and add to the merchandising mileage value of 

your equipment with durable, weather-tested Meyercord Truck 
VISUALIZER... Free! Decals. They’re used on America’s leading fleets. Trademarks, 
iia natin tian at product reproductions, lettering and pictorials can be reproduced 


body types.cabs, rear doors, tops. visors, in any colors or size. Fast ‘“‘overnight’’ application saves time and 


ee eee ane handpainting cost . . . regardless of the size of your fleet. Free tech- 
inclades important dete deactibing the nical and designing service. Write for complete details. 

most effective use of the free advertising 

space on your trucks. Address requests 

to Department 63-7. Buy More War Bonds...and then KEEP THEM! 





THE MEYERCORD CO. 


World’s Leading Decalcomania Manufacturer 


53323 WEST LAKE STREET e CHICAGO 44, ILLINOIS 
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Captains of our Inland Ships 


CONESTOGA WAGON DRIVERS... on 
20-day schedules between Philadelphia and 
Pittsburgh . . . helped open our first great 
era of westward expansion. Their modern 
counterpart—the truck driver, makes the 
same run overnight. And he is the same sort 
of resourceful individual as the Conestoga 
wagoners, whom Benjamin Franklin called 
“captains of our ships of inland commerce.” 


THESE DAYS AND NIGHTS... each 
of America’s 3,700,000 dcivers of 
motor trucks holds in his hands more 
than a steering wheel. As the captain 
and, usually, the entire crew of his 
vehicle, he holds responsibility for the 
safe convoy of cargo frequently worth 
a quarter-million dollars or more. It 
may be worth the lives of fighting 
men... if military necessity has set 
the deadline for its arrival at a cer- 
tain production line or a waiting ship. 


Today, “time-out” is short and far be- 
tween. Many Super Power Whites for 
instance have been driven more than 


BUY MORE WAR BONDS 


a half-million miles since Pearl Harbor 

. with millions of tons of military 
goods and essential civilian commodi- 
ties. Because of the serious truck short- 
age, the nation’s drivers have in their 
hands the wartime responsibility for 
prolonging truck life by proper driv- 
ing methods. How well they are doing 
the job is proved by the fact that hun- 
dreds of thousands of trucks are still 
in service .. . long after, by peacetime 


standards, they would have been re- 
placed. Good driving is helping good 
maintenance practices prevent a break- 
down in our vitally needed motor 
transport facilities. 


THE WHITE MOTOR COMPANY « Cleveland, Ohio, U. S. A. 

















Western Ry. 
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P. & P. U. Ry.’s “A” (outgoing) and “B” (incoming) yards—two of the four classification yards. They 
send two to three thousand cars on their way each day—with a total capacity of 3,500 cars. 


On the Spot! 


American Railroads aren't right on 
the spot as far as the Normandy in- 
vasion is concerned, but they are 
doing a job on the spot in getting war 
freight and civilian essentials from 
where they are to where they are 
needed. That is why the railroads of 
America are so potent a force in war, 
just as they are in peace. 

One of the factors so important 





PEORIA AND PEKIN UNION RAILWAY CO. 


‘Si ite), — ew weed, Be ol iy 


SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North 
i Chicago & IMinois Midland; IIlinois bye men Railroad Co.; Inland re Corp.; ; Minneapolis & 
St. Louis R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; Illinois Central R. R.; Pennsylvania Railroad; 
Peoria Terminal R. R.; ; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, 
Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 


et a © ee oe ~<a ee See SY A a 
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ILLINOIS 


within the realm of rail activity is the 
interchange function at such impor- 
tant gateways as Peoria. This func- 
tion has to do with the sorting and 
re-assembling of cars and shooting 
them along to destination. 


That is the job that P. & P. U. Ry. is 
doing and has been doing for sixty- 
three years. And, that is the function 
that we hope to perform just as effi- 
ciently in the post-war era to come. 
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OMORROWS PROMISE... 





8: 


War has brought a new appreciation of old values. 


The railroads, for example. They are _indis- 
pensable. Never have they meant so much to so 


many people. * . ¥ 


But we in the railroad industry are not satisfied 


merely to be doing a good emergency job. 
* * * 


This war has made us realize, more than ever, 
the tremendous force that is under our direction— 
its mighty hauling power; its flexibility ; its abso- 
lute indispensability to our community life, to our 
country, to our allies. 


When the world again turns to peaceful pur- 
suits, America’s railroads will provide a post-war 


Order Next Winter's Coal ...NOW 


Rock 


transportation service finer than any you have 
ever experienced. 


For the railroads have clearly demonstrated 
their ability to perform and to progress. They 
have transported millions of additional tons of 
freight with no appreciable increase in rolling 
stock; carried millions of fighting men with but little 
inconvenience to essential civilian travel. 


* * * 


The war is still to be won, and the ROCK 
ISLAND is resolved to see it through. But we 
envision a post-war era of rail transportation 


that will be as gratifying as the performance 
of the railroads in wartime. 


BUY MORE WAR BONDS 


Island 


As yesterday—and today—so tomorrow 
ROCK ISLAND’S sole purpose is to 
provide the finest in transportation 


ROCK ISLAND LINES 


“NE OF AMERICA'S RAILROADS—ALL UNITED FOR VICTORY 
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a Got the Idea at a War Plant!” 


Of course, Simpkins’ office assembly line is a flop. _ 


Instead of saving effort, it creates extra work. 

Eliminating waste motion is a special function of 
Uarco forms. These continuous forms, with carbons 
interleaved, keep typists typing ... put an end to 
carbon fuss, realigning, and inserting. Uarco forms 
eliminate errors due to copying and recopying. One 
person at one time can often make enough carbons 
for each department. 

Wherever records are kept, Uarco forms can be used. 
They are made to fit your particular type of record 
keeping. Uarco forms are designed either for hand- 
written use or for machine-written use. May be carbon 


BETTER BUSINE 


interleaved or non-interleaved; may be used in Uarco 
Autographic Registers or in a typewriter, billing ma- 
chine or tabulating machine. These forms are scien- 
tifically designed to co-ordinate your business trans- 
actions . . . to speed and simplify complicated oper- 
ations by routinizing repetitive action. 
Uarco’s fifty years of business record experience are 
at your disposal. There is a solution for your problem 
. or Uarco will devise one. Consult with a Uarco 
representative today. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e¢ Offices in All Principal Cittes 


BUSINESS MACHINE RECORDS 


SS RECORDS 


OB: 
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THROUGH THE DARKEST HOUR 


The railroads are part and parcel of the vital service of sup- 
ply on which fighting men depend. They know first-hand 
the darkness of the hour before the dawn. @ They follow 
the progress of the war by the nature and urgency of the 
burdens they carry — burdens that never lighten through 
the whole 24 hours of the day. @ So through sunshine 
and shadow, railroad men serve the needs of war. Short 
on help, short on time, they know the value of every 
hour and every car. They know that a fighting nation 
counts on them to deliver the goods that Victory is 
made of—and doggedly, devotedly, they are sticking 

to that job. e Some day the dark hour will be behind 

us. Then our nation will look back and judge our fiber 

as a people on the courage and the will with which we 
faced it. @ The railroads are working now so that when 
that day dawns they can, in clear knowledge of a job 


faithfully discharged, look forward with confidence to 
finer things to come. 


- ASSOCIATION OF 


\\ American Ramroaps 





Fountain Head... 


@ At this and 260 other mines served by C & O, the precious 
coal flows in a steady stream to provide the basic power-fuel 
for much of America’s vital industry. 

It takes more than 5,000 empty cars each day to take care 
of this fountain head of industrial energy. That the C & O 
has been able to handle this tremendous flow is due largely 
to the splendid cooperation we have received . . . fast and 
full loading at the mines . . . speedy unloading and return 
of empties by receivers. Thanks . . . and keep it up so we 


can all “keep ’em rolling.” 


Lyre 


SP, Chesapeake and Ohio 
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Taxation of Carriers 


Elsewhere we are publishing the views of C. E. 

Childe, one of the two members of the Board of 
Investigation and Research, on carrier taxation, be- 
cause we think they probably constitute a forecast of 
what the report of the board on this subject will be. 
Clearly, Mr. Childe is opposed to the application of user 
taxes to those carriers who are enabled to engage in 
for-hire transportation because facilities provided at 
public expense are made available to them. If such 
user taxes were exacted, says he, they would have to 
be passed on to the public in higher charges or the car- 
riers would go out of existence. He refers specifically 
to carriers by air and water, as he takes the position 
that highway carriers pay user taxes in sufficient 
amount to pay their share of highway costs. Railroads 
are relatively heavy taxpayers only in the sense that 
they are large owners of property and therefore pay 
large property taxes, in comparison with highway, 
water and air carriers, says he. Carriers are in fact 
tax collectors, rather than taxpayers, since they pass 
the taxes along to consumers in their rates and charges, 
he holds, and carrier taxes are as objectionable as sales 
taxes because the burden thereof falls disproportion- 


ately on people of small incomes who must spend most 
or all of their entire receipts for necessities. 

It seems to us that Mr. Childe is not facing the 
facts in his appraisal. A private company builds a rail- 
road. It obtains money therefor from the sale of stock 
or bonds or both. It creates property on which the tax 
collector levies his toll. The payment of these taxes is 
one of the expenses of doing business. The company 
must take in enough revenue to meet these expenses 
and more if it is to remain in business. In the charges 
imposed by the company for its services there must be 
included items to meet these expenses. 

Where facilities for for-hire transportation are 
provided at public expense, the use of money there in- 
volved is no different from that in the case of the pri- 
vate company. The money is obtained by the levy of 
taxes or by borrowing. It is used to create a facility 
not, however, subject to taxation, as is the property of 
a railroad, and the latter is at once at an obvious dis- 
advantage if the for-hire transportation user of the gov- 
ernment facilities is permitted to use the facilities free 
of charge or at a charge less than ought to be assessed 
for such use. Such a user does not have to provide the 
capital the railroad company has to provide in order to 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


127 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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do business and does not have to pay the taxes on the 
property as the railroad has to do. 

It is impossible to have equality of treatment of 
the railroad and the for-hire transportation user of pub- 
lic facilities unless some method is devised whereby the 
latter pays a proper fee for the use of those facilities. 
If, as Mr. Childe says, carriers are tax collectors, then 
all carriers ought to be tax collectors and not just one 
or two classes and the others exempted with the result 
that they have a decidedly preferential position in do- 
ing business. 

The total cost of the service of the railroad and the 
total cost of the service of the for-hire transportation 
user of public transportation facilities are paid for 
whether directly or indirectly. Both services ought to 
be paid for directly. They would be paid for directly 
if both the railroad and the for-hire user of public facili- 
ties were placed on a basis of equality with respect to 
costs. 

Inequality in treatment of the public results from 
the failure of government to impose proper user 
charges. The public as a whole pays for the transpor- 
tation facilities provided by the government. Only that 
part of the public that buys the services of the for-hire 
carriers using the public facilities obtains such services 
at a lower price than would be the case if the carriers 
were required to pay user charges, assuming that the 
user charges would be passed on to the carriers’ cus- 
tomers. If proper user charges were imposed, the pub- 
lic as a whole would be reimbursed at least in part for 
the expenditures made to provide the facilities, and 
the way would be opened for establishment of fair com- 
petitive price relationships among the various classes 
of carriers and among the customers of the carriers. 

As we read Mr. Childe’s conclusions, he would do 
nothing about the problem presented in the board’s 
staff report on carrier taxation, except that he would 
see to it that the for-hire transportation user of public 
transportation facilities would not be subject to a user 
tax. He fails to sense the seriousness of the situation 
produced by the existence of inequality in tax treat- 
ment. We have dealt with only a part of the carrier tax 
problem as presented in the board’s staff report. That 
report at least points to the seriousness of the problem 
and the necessity for doing something constructive 
about it. The achievements of the railroads in the 
1940’s had discredited many of the prophesies of the 
thirties as to railroad development, and “have given 
rise in some well-informed circles to a sober optimism 
concerning the future of rail transportation,” says the 
report. 

“Whether this optimism is justified in the face of 
a vast expansion in ship- and plane-building facilities, 
larger water and air transport fleets than can be par- 
tially converted from military to civilian use, a consid- 
erably expanded pipe-line network, and ubiquitous pro- 
posals for highway construction as part of a huge pro- 
gram of post-war public works remains to be seen,” it 
adds. Certainly the future of the railroads will not be 
an easy one. Conceivably it may be one in which a 
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relatively small handicap will be of decisive influence, 
Tax policies and institutions could easily provide such 
a handicap, as they are alleged to have done during the 
twenty years prior to the war. 


Why Wait for Peace? 


John B. Keeler, president of the National Indus. 

trial Traffic League, speaking at Chicago this 
week, aimed most of what he said at post-war trans- 
portation problems. He is to be congratulated, how- 
ever, for saying that there were some things transpor- 
tation men and shippers should work for now. It is 
not, perhaps, entirely coincidental that a number of the 
things he mentioned are carried in the platform which 
appears week after week in these pages. 

“Press forward to successful conclusion pending 
legislation to repeal land grant rates,” said Mr. Keeler, 
“Repeal the land grant rate law,” says our platform. 
“Fight at every turn the growing tendency toward 
political rate-making,” said he. “Keep politics out of 
rake-making,” says our platform. ‘Combat uneco- 
nomic waterway development, including the St. Law- 
rence seaway,” said he, while our platform pleads for 
“proper payment by inland waterway transport for the 
use of the waterways as a place of doing business,” and 
also: “Kill the St. Lawrence waterway proposal.” 


We say the parallel lines of thought are not merely 
coincidental. We think they represent inevitable results 
of sound and unbiased thinking on American transpor- 
tation. Much more of what Mr. Keeler said indicated 
that kind of thinking, but we hold nothing more in- 
portant in what he said than the fact that, with respect 
to the things mentioned and some others, his position 
was that shippers and carriers alike ought to go to 
work on them now instead of putting them off as parts 


of a high-sounding program for an indefinite post-war 
period. 


STEWART SEEKS PLANK ON RATES 


Senator Stewart, of Tennessee, leader in the Senate of the 
movement to obtain so-called uniform freight rates, has an- 
nounced he will seek inclusion in the Democratic platform of a 
plank declaring for establishment of such rates. 


RAILROADS OF AMERICAS IN WAR 


“Railroads of the Americas Do War Duty,” is the title of 
an article prepared by Robert J. De Camp, director of rail 
transportation, Office of Inter-American Affairs, for the July 
15 issue of “Foreign Commerce Weekly” of the Department 
of Commerce. 

“Railroads in the other Americas, as in the United States, 
are playing a vital role in the war effort of the United Na- 
tions,” says Mr. De Camp. 

Without the transportation furnished along the 90,000 miles 
of track in the 20 other American Republics it would have been 
impossible, said he, for the United States to have received im- 
ports valued at $1,300,000,000 from the other Americas in 1943. 
The major part of these imports, said he, consisted of essential 
war materials. He reviews at length railroad conditions in the 
other Americas. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Green Brothers Operations 


The Commission, division 5, on further consideration in 
MC 88741, Green Brothers, Inc., Contract Carrier Application, 
has modified its findings in the prior report, 33 M. C. C. 9, 
so as to authorize the applicant to operate as a contract carrier 
py motor vehicle for a certain class of shipper, of foodstuffs 
and such equipment and supplies as are used or dealt in by re- 
taurants, between Boston, Mass., and Providence, R. I., over 
a regular route, serving Pawtucket, R. I., as an intermediate 
point restricted to traffic moving to or from Boston. Prior 
reports 18 M. C. C. 94, and 26 M. C. C. 467. 

The report pointed out that in the Commission’s second 
report on reconsideration, 33 M. C. C. 9, it had granted author- 
ity to the applicant, as a contract carrier under individual 
contracts or agreements with persons who operated restaurants 
and retail furniture, mail order, and department stores, (a) of 
foodstuffs and such equipment and supplies as are dealt in by 
those persons operating restaurants, between Boston, Mass., 
and Providence, R. I., over U. S. highway 1, serving Pawtucket, 
R. I, as an intermediate point restricted to traffic moving to 
or from Boston, and (b) of such commodities as are dealt 
in by those persons operating retail furniture, mail order, and 
department stores, from Fall River, Mass., to points in Bristol, 
Newport, and Providence counties, R. I., over irregular routes. 
The report said the Commission had further found that holding 
by applicant of a permit as described and a certificate held 
by it in MC 69907, except as to common carriage of such 
commodities as are dealt in by retail furniture, mail order 
and department stores to and from the same points as in 
(b), over irregular routes. The issuance of the permit was 
conditioned on the deletion from the certificate, at applicant’s 
request, of the authority to perform as a common carrier oper- 
ations as described in (b). The report continued: 


Applicant now has informed us that it desires to perform the trans- 
portation of such commodities as are dealt in by retail furniture, mail 
order, and department stores, as a common carrier rather than as a 
contract carrier. It requests that the comparable contract carrier au- 
thority be deleted from the prior grant herein; that a permit be issued 
authorizing operations as a contract carrier by motor vehicle, only 
under individual contracts or agreements with persons who operate 
restaurants, of foodstuffs and such equipment and supplies as are used 
or dealt in by those persons operating restaurants, between Boston and 
Providence and Pawtucket, in the manner described above; and that 
the certificate in No. MC-69907 remain unchanged. The proceeding, 
therefore, is being reopened on our own motion for the purpose of 
giving consideration to this matter. 

In view of our conclusions in the prior report with respect to dual 
operations, it is clear that the deletion of the authority described in 
(b) above from the permit authorized to be issued in the prior report 
will serve the same purpose as a Similar deletion from the certificate 
now outstanding, and that the holding by applicant of the certificate 
now outstanding and a permit authorizing the operations described in 
(a) above will be consistent with the public interest and the national 
transportation policy. We conclude, therefore, that applicant is en- 
titled to authority to perform the operations described in (a) above. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
jull may be obtained by prompt application to the Commission.) 


*MC 34021, Sub. 1, A. S. Horton, Easton, Pa., extension. 
ermit granted. Operations under individual contracts or 
agreements with persons who operate wholesale stores, the 
business of which is the sale of food, transporting such mer- 
chandise as is dealt in by wholesale, retail, and chain grocery 


| and food business houses, from Philadelphia, Pa., to Trenton, 


N. J., and points in N. J. within 10 miles of Trenton, and the 
teturn of empty containers and rejected shipments, over irreg- 
ular routes. 

“MC 79577, Sub. 5, Oilfields Trucking Co., Bakersfield, 
Calif., extension. Certificate granted on reconsideration, and 
findings in prior report, decided August 20, 1943, modified. Petro- 
um products, in bulk, in tank trucks, over irregular routes, 
tom Bakersfield, Calif., and points within 40 miles thereof, to 


points in Nevada north of U. S. highway 50, and to points in 
Ariz. except Beaver Dam. 

*MC 103144, W. T. Holt, Inc., South Richmond, Va., con- 
tract carrier. Permit granted. Petroleum products, in bulk, in 
tank trucks, over irregular routes, from Friendship, N. C., to 
points in a described area of Va. 

*MC 104593, Fred A. Canberg, Brooklyn, N. Y., common 
carrier. Certificate granted. Household goods, between New 
York, N. Y., on the one hand, and, on the other, points in 
Conn., Md., N. J., N. Y., and Pa., over irregular routes. 

*MC 2, Sub. 3, Truck Transport, Inc., Maywood, IIl., ex- 
tension. Permit granted on reconsideration, and findings in 
prior report, decided July 28, reversed in part. Asbestos shin- 
gles and sidings, and asphalt roofing and allied roofing and 
building materials, from East Chicago and South Bend, Ind., 
to points in Wis.; and glass containers from Alton and Streator, 
Ill., and Dunkirk, Ind., to points in Wis. 

*MC 12278, Motor Freight Brokerage Corporation, Newark, 
N. J., broker. Application denied. Brokerage operations at 
New York, N. Y., Boston, Mass., Newark, N. J., Philadelphia, 
Pa., New Orleans, La., Chicago, Ill., and San Francisco, Calif. 

*MC 31466, Joseph Pomprowitz, Green Bay, Wis., contract 
carrier, embracing MC 31466, Sub. 2, Same. Permit granted 
in MC 31466, on reconsideration, and denied in MC 31466, 
Sub. 2. In MC 31466, applicant found entitled to continue 
operation, over irregular routes, under individual contracts or 
agreements with persons who operate cheese and food process- 
ing businesses, transporting dairy products, dairy by-products, 
manufactured or prepared foods and materials and supplies 
and equipment used or useful in the production thereof, and 
household goods, between additional points in Wis. and Ia. In 
MC 31466, Sub. 2, permit denied as to special commodities 
between specified points and territories in Ill., Ia., Mich., Minn., 
Mo., and Wis., over irregular routes. 

*MC 43421, Sub. 1, Standard Freight Lines, Inc., Chicago, 
ill., common carrier. Certificate granted. Continuance in oper- 
ation, general commodities, with exceptions, over specified 
routes, between Chicago, Ill., and St. Louis, Mo., serving cer- 
tain intermediate and off-route points. 

*MC 52516, Sub. 2, Shephard Warehouses, Inc., New York, 

N. Y., extension. On reconsideration, prior report and order, 
33 M. C. C. 854, modified to restate commodity description 
and limitation to read: “. in the transportation under 
individual contracts or agreements with persons who operate 
electrical research laboratories, the business of which is the de- 
velopment and improvement of electrical communication de- 
vices and facilities, of machines, devices, materials, and tools 
used by such electrical research laboratories in conduct of 
field tests and experiments, but only when such transportation 
is in connection with the conduct of such field tests and experi- 
ments.” The territory involved is between points in Del., 
Fla., Ga., Ill., Ind. Ky., Me., Mich. Mo., N. H., N. C.,, 
R. I, S. C., Tenn., Vt., and W. Va.; and between points in 
N. Y., N. J., Conn., O., Pa., Md., Va., Mass., and D. C., on 
the one hand, and, on the other, points in the aforementioned 
states. 
*MC 104652, Hurchel Jobe, Hemphill, W. Va., common car- 
rier. Certificate granted. Household goods, between points in 
McDowell county, W. Va., on the one hand, and points in 
Ky., Md., N. C., O., Pa., Va., and W. Va., on the other, over 
irregular routes. 

*MC 104674, Louis Gandy, Tupelo, Miss., common carrier. 
Certificate granted. Household goods, between points in a de- 
scribed area of Miss., on the one hand, and, on the other, points 
in Ala., Ark., Fla., Ga., Ky., La., Mo., N. C., S. C., and Tenn., 
over irregular routes. Chairman Patterson noted a dissent. 

*MC 22920, Sub. No. 8, W. G. Burgess, dba Reliable Motor 
Freight Line, Tulsa, Okla., embracing Sub. No. 9, Same. Cer- 
tificate granted in MC 22920, Sub. No. 9, and denied in Sub. 
No. 8. General commodities, with certain exceptions, between 
specified points in Kan., Mo. and Okla., over regular routes, 
serving no intermediate points not formerly served by appli- 
cant. 


KINGAN TERMINAL SERVICES 
The Commission, division 3, has entered an order in Kingan 
& Co. Terminal Allowance, Ex Parte 104, Practices of Carriers 
Affecting Operating Revenues or Expenses, Part II, Terminal 








































































130 


Services, making effective August 15 its order of June 2, 1943, 
requiring the rail carriers to cease and desist the practice the 
Commission found unlawful of making an allowance to the 
company for its performance of switching at its Indianapolis, 
Ind., plant (see Traffic World, June 12, 1943, p. 1380). 

The instant order said that the federal court for the south- 
ern Indiana district had sustained the Commission’s order on 
April 28, and that the time for taking an appeal from the final 
decree of that court to the Supreme Court of the United States 


had expired. No such appeal had been taken by Kingan & Co., 
the order said. 


VEGETABLE OIL RATES 

On petition of the War Food Administrator, the Commis- 
sion, by Commissioner Mahaffie, has modified its order in No. 
27747, Mississippi Cotton Seed Crushers’ Association vs. At- 
lanta, Birmingham & Coast Railroad Co., et al., involving al- 
legations of discrimination as between imported and domestic 
vegetable oils, so as to become effective February 15, 1945, 
on not less than 30 days’ notice, instead of August 24. The 
War Food Administrator had pointed out that there had been 
no substantial change in the competitive situation between the 
imported and domestic oils, due to the sustained heavy demand 
for them (see Traffic World, July 8). 


MORGAIN FORWARDER APPLICATION 


By a report, permit and order, effective September 9, in 
FF-10, Morgain Forwarding Company, Freight Forwarder Ap- 
plication, the Commission, division 4, has granted the appli- 
cant, under the new name Premier Carloading Corporation, 
authority to forward general commodities as follows: General 
commodities, in interstate commerce, from all points in Conn., 
Del., Ill., Ind., Ia., Me., Md., Mass., Mich., Minn., Mo., N. H., 
N. J., N. Y., O., Pa. R. I, Vt., W. Va., Wis., and the District 
of Columbia to all points in Ariz., Ark., La., N. M., Okla., and 
Tex., and to St. Louis, Mo. 


GULF CARLOADING ACQUISITION 


The Commission, division 4, by an order in FF-144, Gulf 
Carloading Co., Inc., Acquisition by Republic Carloading & 
Distributing Co., Inc., has approved and authorized acquisition 
by Republic of the operating rights of Gulf, provided the ac- 
quisition authority is exercised on or before September 2. The 
instant order said that the permit issued to Gulf, 260 I. C. C. 
161, and the permit issued to Republic, 250 I. C. C. 670, would 
be superseded and canceled on consummation of the transac- 
titon, and that an amended permit and order would be issued 
to Republic. 

The order said Republic was not a carrier subject to parts 
I, II, or III of the interstate commerce act, that it was ready, 
willing and able properly to continue the Gulf operations, that 
the acquisition would not adversely affect the employes of Gulf, 


and that the proposed transfer would be consistent with the 
public interest. : 


D. & R. G. W. REORGANIZATION 


The Commission, division 4, has issued a certificate in 
Finance No. 11002, Denver & Rio Grande Western Railroad Co. 
Reorganization, certifying the results of submittance for accep- 
tance or rejection by certain classes of the plans of reorganiza- 
tion of the D. & R. G. W. and the Denver & Salt Lake Western 
Railroad Co. A summary of the certificate showed that nine of 
the ten classes of debtors to whom the plans were submitted 
had voted in the majority to accept the plans. Holders of the 
debtor’s general mortgage bond voted 20.67 per cent for accep- 
tance, and 79.33 per cent for rejection. 





FRISCO REORGANIZATION 


The Commission in a report and amendatory order on fur- 
ther consideration in Finance No. 10008, St. Louis-San Francisco 
Railway Co. reorganization, has approved the plan of reorgani- 
zation to take the place of the plan approved in the Commis- 
sion’s supplemental report of November 16, 1940. The amended 
plan was approved pursuant to an order of the federal court 
for the eastern Missouri district, eastern division, which re- 
turned the former plan to the Commission for reconsideration. 

Under the plan now approved, total capitalization will be 
$247,838,808 instead of the $240,000,004 originally approved. A 
summary of the plan showed only minor changes in the annual 
charges, the plan now approved having no sinking fund under the 
fixed charges, the former plan having provided for $32,531. 
Under contingent charges, the plan now approved carries inter- 
est of $2,139,742 as compared with $1,817,365 in the plan orig- 
inally approved. 

A summary of the Commission report said that the equities 


of the holders of outstanding preferred and common stock were 
found to be without value. 
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COMMISSION ORDERS 

MC-F 2277, Homer W. Fitterling et al., control; Fitterling Trang. 
portation Co., Inc., control, Shippers Dispatch, Inc., and MC-F 229 
Homer W. Fitterling et al., control; Fitterling Transportation Co., Inc, 
merger, Shippers Dispatch, Inc. Time within which completion of 
merger of operating rights and properties of Shippers Dispatch, Inc., 


MC-* 
Line, In¢ 
Lines, 0 
Southeas 
and aut 








C-I 
into Fitterling Transportation Co., Inc., shall be effected, extended ty aint 
September 25. as Nava} 

1. & S. 5180 and Fourth Section Application 20135, Grain propor. tain pro 
tionals to Louisiana. Petition filed by respondents and applicants fo, Lines, © 
reopening and reconsideration, or reopening and rehearing, and fo conditior 
postponement of effective date of order entered in I. & S. 5180, denieq MC-1 

FF 122, Carloader Corp., freight forwarder application. Effectiy, cose 
date of permit and order of January 20, further postponed to August 26, sean <5 

No. 28553, National Cottonseed Products Assn., Inc., vs. A. B. &¢ a. 
et al. Order of August 3, 1943, further modified to become effective etd 
February 15, 1945, on not less than 30 days’ notice, instead of August 15, acquist . 

W-507, Tidewater Transportation Co., common carrier application, Cla! : 
Reopened for reconsideration and hearing on Commission’s own motion, authoriz 

Finance 7833, Levisa River construction, and Finance 14356, Norfolk MC- 
& Western construction. Time within which Levisa River may accept § tion for 
offer of Norfolk & Western to purchase right-of-way extending from {ness 2S 
Virginia-Kentucky State Line to Big Creek, Ky., extended from July § tion of : 
8, to July 24. Effective date of order and certificate of May 4, further Bus Co! 
extended to July 24. Time within which Norfolk & Western shall com. 13, 1944 
mence and complete construction of line of railroad, as authorized inf§ doing b 
report, order and certificate of May 4, extended from August 1, and MM tions 21 
March 31, 1945, respectively, to September 1, and April 30, 1945, re-@ under, | 
spectively. (3) con 

MC 704, Sub. 1, Jesse O. Willett, extension, Mississippi. Reopened §— mence™ 


for reconsideration to determine what modification should be made in 
description of commodities to be authorized. 

MC 29879, Sub. 8, Reliable Transfer Co., Inc., extension, Jackson- 
ville, Fla. Reopened for further hearing. 

MC 94876, Richard Acerra, common carrier application, and MC 
94876, Sub. 1, Richard Acerra, extension, New Jersey and New York. 
Reopened for formal hearing solely to determine whether applicant’s 
status is that of a common carrier or that of a contract carrier. 


No. 28823, Enid Board of Trade et al. vs. A. T. & S. F. et al. Peti- Tl 
tion of defendants for reargument and reconsideration, denied. lessee, 
W-6, Lykes-Coastwise Line, Inc., applications. Petition of appli- autho! 
cant for reconsideration, denied. and 0} 
Ww-592, T. J. McCarthy Steamship Co., common carrier application, & to a p 
and W-729, Automotive Trades Steamship Co., common carrier appli- % Ajame 
cation. Petition of Detroit and Cleveland Navigation Co. for leave to file and a 
joint petition of Detroit and Cleveland Navigation Co. and Great Lakes transy 
Transit Corp., submitted therewith, for reopening, reconsideration and §@ - ) 
postponement of effective date of order of March 7. in the 

W-732, Nicholson Transit Co., contract carrier application. Re- 
opened for reconsideration as to denial of authority to operate on Lake 
Ontario and St. Lawrence River as far east as Ogdensburg, N. Y. E 

MC-C 86, Crowther Brothers Milling Co. vs. David J. Williams, dba No. 1 
Williams Transportation Co. Complaint dismissed. NO. 

MC 44849, Sub. 2, D. D. Alderdyce, common carrier application (for-  ©mm«¢ 
merly MC 92686) and MC 44849, Sub. 3, D. D. Alderdyce, extension, applic 
Illinois-Iowa. Proceeding in MC 44849, Sub. 2, reopened for reconsid-§% appli 
eration. Proceeding in MC 44849, Sub. 3, reopened for further hearing. § Wast 

MC 49537, Sub. 4, Kew Gardens Storage Warehouse, Inc., extension- prior 
Nassau County. Reopened for further hearing on August 22, at 9:30 1942 
o’clock a. m., at Hotel St. George, Brooklyn, N. Y., before Examiner calen 
Brooks. Clad 

MC 59271, Boston Truck Co., Inc., common carrier application. Re- 
opened for reconsideration solely to determine what modification should the t 
be made in description of commodities to be authorized. = 

= ee ine, 
UNCONTESTED FINANCE CASES more 

Supplemental report and order in F. D. No. 14354, Toledo & Cin- to b 
cinnati Railroad Co. Purchase, authorizing purchase by the Toledo & @ ¢xan 
Cincinnati Railroad Co. of the stock of the Cincinnati & Dayton Rail- § two 
way Co. and the Louisville, Cincinnati & Dayton Railway Co. Approved. ques 

MOTOR FINANCE CASES 

MC-F-2509, H. Q. Hamilton et al.—Purchase—Motor Express, Inc. Peti- 
tion granted in part July 8, 1944, and the application herein under sec- end 
tion 5 amended so as to seek authority for H. Q. Hamilton, Neil Sims proy 
and Roy C. Martin, doing business as Motor Express, of Fort Smith, way 
Ark., to purchase direct from Southeast Motor Freight Line, Inc., of § nial] 
Pine Bluff, Ark., certain motor-carrier rights of the latter. Authority and 
under section 210a(b) for temporary operation of certain of the motor: ing 
carrier rights of Southeast Arkansas Motor Freight Line, Inc., by H. Q. to 
Hamilton, Neil Sims and Roy C. Martin, doing business as Motor Ex- é 
press, granted with conditions. exte 

MC-F-2560, T. R. Middleton et al.—Control—Tri-State Coach Corpo mil 
ration. Application for authority under section 210a(b) of T. R. Middle- Pac 
ton, Morris Saylor, Eleanor Middleton, and Fannie Saylor, doing busi- § 7.7 
ness as Cumberland Coach Lines, of Cumberland, Ky., for temporary @ ogy 
operation of motor-carrier properties of Tri-State Coach Corporation of 
Norton, Va., granted with conditions. 

MC-F-2566, Keystone Freight Lines—Purchase—Wilson Fly et al tur 
Application for authority under section 210a(b) of Keystone Freight thr 
Lines of Tulsa, Okla., for temporary operation of a portion of the § tha 
motor-carrier rights of Wilson, Diane, Dorothea B., Elizabeth and 9 wa, 
Fredericka B. Fly, Dorothea B. Fly, Jr., aud C. K. Goodrich, doing as 
business as Motor Transport Co., of Memphis, Tenn., denied. tha 

MC-F-2567, Ohio Valley Bus Co.—Control—Ohio River Bus Co. Ap: m 
plication for authority under section 210a(b) of Ohio Valley Bus ©0. of 0 
Huntington, W. Va., for temporary operation through control and mar- pos 
agement of motor-carrier properties of Ohio River Bus Co., also ° ter 


Huntington, granted with conditions. 
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MC-F-2395, Jay Rountree—Purchase—Southeast Arkansas Freight 
Line, Inc. Purchase by Jay Rountree, doing business as Ozark Motor 
Lines, of Dallas, Tex., of certain operating rights and property of 
Southeast Arkansas Feright Line, Inc., of Pine Bluff, Ark., approved 
and authorized, subject to condition. 


MC-F-2321, R. G. Spitzer and L. D. Harris—Purchase—H. R. Priddy. 
purchase by R. G. Spitzer and L. D. Harris, partners, doing business 
as Navajo Truck Lines, of Amarillo, Tex., of operating rights and cer- 
tain property of H. R. Priddy, doing business as Tucumcari Truck 
Lines, of Tucumcari, N. Mex., approved and authorized, subject to 
condition. 

MC-F-2410, James P. Clark—Control; Highway Express Lines, Inc. 
—Purchase—All Jersey Motor Lines, Inc. Purchase by Highway Express 
Lines, Inc., of Philadelphia, Pa., of the operating rights and certain 
property of All Jersey Motor Lines, Inc., also of Philadelphia, and 
acquisition of control of said operating rights and property by James 
p, Clark, also of Philadelphia, through said purchase, approved and 
authorized, subject to condition. 


MC-F-2568, E. O. Mahaffay—Lease—Kerrville Bus Co., Inc Applica- 
tion for authority under section 210a(b) of E. O. Mahaffay, doing busi- 
ness as Oilfield Bus Line, of San Angelo, Texas, for temporary opera- 
tion of a portion of the motor-carrier rights and properties of Kerrville 
Bus Company, Inc., of Kerrville, Texas, granted with conditions, July 
13, 1944, provided within 20 days from July 13, 1944, E. O. Mahaffay, 
doing business as Oilfield Bus Line shall have (1) complied with sec- 
tions 215 and 217 of the act and rules and regulations prescribed there- 
under, (2) instituted operations pursuant to the authority granted, and 
(3) confirmed, in writing, to the Commission, immediately upon com- 
mencement of operations, the date operations were commenced. 





Railroad Abandonments 
Central Pacific 


The Central Pacific Railway Co., and Southern Pacific Co., 
lessee, have asked the Commission in Finance No. 14626, for 
authority to abandon a portion of the so-called Alvarado branch, 
and operation thereover, extending from a point near Halvern, 
toa point between Halvern and Alvarado, about 1.332 miles, in 
Alameda county, Calif., together with all sidings, spur tracks 
and appurtenances. The application said the line served no 
transportation need and that its abandonment would result 
in the recovery of needed materials. 


Pacific Coast Railroad 


Examiner R. R. Molster, in a proposed report in Finance 
No. 138660, Pacific Coast Railroad Co. abandonment, has rec- 
ommended that the Commission permit abandonment by the 
applicant of its Taylor branch, extending from a junction with 
applicant’s main line at Maple Valley to Taylor, in King county, 
Wash., about nine miles. The examiner pointed out that a 
prior application for permission to abandon was denied in 
1942, without prejudice to renewal after expiration of the 
calendar year. He said the abandonment was opposed by 
Gladding, McBean & Co., but that, as the record indicated that 
the traffic the protestant was able to give the branch was not, 
and held no prospect of becoming, sufficient to support the 
line, and that the railroad had been operated at a loss for 
more than two years, the protestant could not reasonably expect 
to be kept in business at the expense of the carrier. The 
examiner said the Commission should reserve jurisdiction for 
two years from the date of the certificate to consider the 
question of imposing conditions for the protection of employes. 


Wisconsin Central 


Without prejudice to renewal of the application at the 
end of the calendar year 1945, Examiner Jerome K. Lyle, in a 
proposed report in Finance No. 14418, Wisconsin Central Rail- 
way Co. Receiver, et al. Abandonment, has recommended de- 
nial of the application. The Wisconsin Central and its receiver, 
and trustees of the property of the Soo Line, the latter operat- 
ing the road for account of the owner, had asked permission 
to abandon the branch line of railroad, the operation thereof, 
extending from Stevens Point to Portage, approximately 69.2 
miles, together with the branch line connecting therewith at 
Packwaukee Junction and extending to Montello, approximately 

7 miles, all in Portage, Waushara, Marquette, and Columbia 
counties, Wis. 

The examiner said that, inasmuch as substantial expendi- 
tures must be made for rehabilitation within the next two or 
three years the matter should be determined definitely before 
that time. He said it was believed that the preferable course 
was to deny the application without prejudice to its renewal 
as aforementioned, adding that “by that time it seems possible 
that the war demand, at least, may be somewhat alleviated and 
More ‘rucks made available for civilian use, and it also will be 
Possible to determine more definitely the possibilities of the 
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FINANCE APPLICATIONS 

Finance No. 11012, Supplemental, Denver & Salt Lake Railway Co., 
asks authority to pledge $1,000,000 of first mortgage 4 per cent bonds 
now held in applicant’s treasury as security for ‘‘borrowings which ap- 
plicant has been compelled to make and will have to make in the near 
future. ...’’ The application said the loans were for repairs necessary 
to a tunnel damaged by fire. 

Finance No. 14621, Illinois Terminal Railroad Co., asks authority 
to assumed obligation and liability in respect of $690,000 par amount of 
serial equipment trust certificates, the proceeds to cover the purchase 
of 200 all-steel box cars and 75 hopper coal cars, 20 per cent of the 
cost of which will be paid by the applicant in cash. The securities are 
to mature semi-annually in 20 installments on August 1, in each year 
from 1945 to 1954, both inclusive, subject to redemption at premiums 
varying from 101 per cent to 103% per cent of par value. 

MC F-2580, Cornelius Gilbert, dba Gilbert Storage & Transfer Co., 
of Lynchburg, Va., asks authority to purchase certain household goods 
operating rights of Falwell Fast Freight, Inc., also of Lynchburg. 

Finance No. 14431, Supplemental, Great Northern Railway Co. asks 
authority to issue and deliver its promissory note to the Irving Trust 
Co., in the principal amount of $3,002,876.76, with interest at 1% per 
cent a year, as further evidence, but not in payment of, applicant’s 
indebtedness for the purchase price of six diesel locomotives under a 
proposed conditional sale agreement. The Irving Trust bid, the appli- 
cant said, was chosen by lot out of five bids, each specifying the afore- 
mentioned rate of interest. 

MC F-2579, James Harwood Cochrane, dba Overnite Transportation 
Co., of Richmond, Va., asks authority to purchase certain operating 
rights of Piedmont Mountain Freight Lines, Inc., of Charlotte, N. C. 

Finance No. 14585, amended. Arkansas Railroad Co. Reconstruction 
Loan, has filed an amended application to correct the list of materials 
to be used in the reconstruction of its line of railroad in Lincoln county, 
Ark., extending from Gould to Star City, Ark., 17.8 miles of main track 
and 2.5 miles of switching track. As a result of an agreement reached 
in conference with the Commission, the amended application furnishes 
views of the probable increase in traffic and source thereof; estimate of 
gross revenue for a normal year over a period of years; estimate of all 
expenses; estimate of amount of funds necessary to install materials 
and sources; and written statement by W. R. Alsobrook personally 
guaranteeing repayment of loan sought, and statement of assets and 
liabilities of Mr. Alsobrook. 

MC F-2581, Commercial Carriers, Inc., of Detroit, Mich., ask author- 
ity to purchase certain optrating rights of J. & H. Transport, Inc., of 
Joliet, Ill. 

MC F-2582, Fay V. Watson, Ray E. Watson, Thomas W. Watson, 
individual stockholders controlling Watson Bros. Transportation Co., 
Inec., and the transportation company, of Omaha, Neb., ask authority 
to purchase and merge certain operating rights of A. E. Atkins, dba 
Atkins Transfer, of Kimball, Neb. 


PETITIONS FOR REHEARING, ETC. 

MC-F 2189, Davidson Transfer & Storage Co., purchase, American 
Transfer Co. Davidson Transfer & Storage Co., Day and Zimmermann, 
Inc., and American Transfer Co. ask for reopening and reconsideration 
of report of October 15, 1943. 

MC-F 2315, C. H. Moses et al., control; Motor Express, Inc., pur- 
chase, Southeast Arkarsas Freight Lines, Inc., and MC-F 2509, G. Q. 
Hamilton et al., purck ase, Motor Express, Ine. Applicants ask to amend 
applications, consolidate dockets, and that partnership be authorized to 
lease and/or purchase operating rights of Southeast Arkansas Freight 
Lines, Inc., between Little Rock and Mena, Ark. 

MC-C 378, Commercial Motor Freight, Inc., of Indiana vs. Star 
Transit Lines, Inc. Star Transit Lines, Inc., asks that recommended 
order be dismissed, and authority be given to suspend operations under 
certificate MC 2971. 


Multiple Carloading Rule 


The railroads, parties to the Consolidated Freight Classifi- 
cation, have filed a reply to the petition of the Evaporated Milk 
Association, which had asked that, if the modified rule 33, 
relating to multiple car loading, suggested by the Commission 
in I. and S. No. 5268, Rule 33—Multiple Loading, was published 
by the carriers, it be suspended (see Traffic World, July 8, 
p. 710). The railroads, in asking the Commission to deny the 
petition of the association, said that general order O. D. T. 
18A had been issued to increase loadings in freight cars. In 
order to avoid hardship to some shippers and receivers the 
multiple loading privilege was incorporated in the order, they 
said, adding that the order “expressly provides that each con- 
signment in a multiple loaded car shall be accorded the same 
transportation services as if it were shipped in a separate car, 
and the order further requires the railroads to publish a tariff 
rule to implement such provision.” The Commission was right, 
said the carriers, in finding that its suggested text of the rule 
was lawful and reasonable. 

Saying that there was much merit in the views submitted 
by Commissioner Splawn in his concurring opinion with respect 
to the issues involved, the Indiana State Chamber of Commerce 
said that this, together with the “obvious errors of interpreta- 
tion” of the division on the several facts of record, should 
justify the Commission in reopening the proceeding for argu- 
ment before, and further consideration by, the entire Commis- 
sion. 

The Indiana body said the division was not clear on the 
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facts of record which, it said, showed that the rule under 
suspension was not published in accordance with the O. D. T. 
order, but that, as noted by Commissioner Splawn, “it is true 
that O. D. T. Order 18-A requires a specific rule governing 
restowing or rebracing, but nothing therein contemplates that 
the responsibility for such work shall be placed on the con- 
signors.” 

The modified rule suggested by the division, the Indiana 
chamber said, was inconsistent in that it first stated that con- 
signors loading multiple carload shipments ‘‘shall load the car 
in such manner that no restowing or rebracing is necessary,” 
adding that “we think it is unsound to provide a rule that 
requires something without exception, and then make provi- 
sions for instances where such rule is not complied with.” 
The Indiana petition continued: 


The fact is, and this is all we are interested in, that some com- 
modities simply cannot be loaded in multiple carloads in such manner 
that no restowing or rebracing is necessary at intermediate destina- 
tions. The proposed rule does not recognize this fact. It merely sets 
up an impossible requirement (with respect to certain freight), and 
then seems to infer that shippers are going to wilfully violate such 
rule, and provides penalty therefor. 


Respondents had voluntarily provided rules for handling 
multiple carloads before the issuance of the O. D. T. orders, 
said the petition, but that “now in the promulgation of O. D. T. 
emergency orders in the interest of efficient operation, respond- 
ents here propose to shift to shippers responsibility and burdens 
which they voluntarily assumed. .. .” Later, it said that the 
O. D. T. orders, while not in any sense a justification for 
what the carriers proposed, did not even involve the question 
of rates or charges, adding that they involved only service and 
that they were designed to assure the most efficient use of 
equipment. 

Another factor, it said, was the announced intention of the 
respondents to limit multiple loading to one consignor. This, 
it said, would largely defeat the application of the efficient 
operation contemplated through multiple loading. Such a pro- 
vision, it argued, would become “an open bid for controversy 
with regard to subterfuge,” and continued: 


We submit it would not be subterfuge for one consignee, having 
to purchase products at several different points, f.o.b. such points of 
origin, to thereby become the actual consignor even though such ship- 
ments were loaded by different shippers. However, this is quite 
analogous to instances where one shipper might bill the shipments for 
two or more consignors even though the terms of sale and other pro- 
visions established no connection whatever between the several con- 
signors, other than a mere arrangement of one to act for the others. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5311, the Commission suspended from July 
10 until February 10 the operation of certain schedules as pub- 
lished in supplements Nos. 27 and 28 to Agent J. R. Peel’s tariff 
I. C. C. No. 3507 and MF-I. C. C. No. 63. The suspended sched- 
ules propose to restrict routing between certain stations on the 
Kansas City Southern Ry. and points in southern territory, on 
traffic moving through the St. Louis gateway. 

In I. and S. M-2439, the Commission suspended from July 
12 until February 12 the operation of all schedules published in 
tariff MF-I. C. C. No. 4 of Kennelly Transfer & Storage Co., 
Inc., Jacksonville, Fla. The suspended schedules propose to 
establish new and increased rates and charges on various com- 
modities, including agricultural implements, building material 
and contractors outfits, between various points in Florida, and 
between points in Florida and those in Georgia, Alabama, 
Louisiana, Mississippi, North Carolina, Tennessee and Virginia. 


Motor Minimum Rate Increase 


The Dubuque Traffic Association has filed a petition in 
I. & S. M-2240, Minimum Charges in Central Territory, in 
which the Commission, division 2, found unjust and unreason- 
able a proposal by parties to tariffs of Central States Motor 
Freight Bureau, Inc., and other motor carriers, to increase to 
$1.25 the minimum charges a shipment between central terri- 
tory points, and between those points and New England and 
Trunk-Line territory points, without prejudice to establishing 
minimum-charge increases generally 20 cents lower than those 
proposed (see Traffic World, March 4, p. 571). 

The association asked the Commission to consider as a 
“reasonable time” for the making of certain adjustments, as 
required in the Commission’s report in the proceeding, in inter- 
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territorial and intraterritorial charges, sixty days from apn 
order of the Commission requiring the respondents to remove 
the disparities noted in the following quotation from the report: 


It is clear that the proposed increase in the minimum charges 
would result in lower charges for interterritorial hauls than on like 
shipments for shorter intraterritorial hauls included within the longer 
routes. These would be prima facie unreasonable and require specia] 
justification. None was adduced. The respondents ask that our approval 
of increased minimum charges not be conditioned upon the prior re. 
moval by them of the described disparities, as such an adjustment 
would take considerable time and unduly delay the needed increaseq 
revenues. This request will be granted, but we shall expect the re. 
spondents to make appropriate adjustment within a reasonable time, 


The association said that almost five months had gone by 
since issuance of the Commission’s report, and that “we are 
very reliably informed that so far nothing has been done to 
carry out the admonition of the Commission.’ Based on the 
years this maladjustment had existed, it said, unless the Com- 
mission insisted on the changes required, they would never be 
voluntarily carried out, adding that “the respondents recognize 
the injustice but fail to do anything.” 


CONFECTIONERY RATINGS 


The Price Administrator, on his own behalf and on behalf 
of the Economic Stabilization Director, has asked the Commis- 
sion to suspend items in two forwarder tariffs proposing to 
establish a rating of second class, any quantity, on candy, con- 
fectionery, and related articles. These commodities now moved 
in less-than-carload and less-than-truckload shipments on col- 
umn 57 rates and in carload and truckload shipments on column 
40 rates, he said, and gave typical examples of the present and 
proposed rates, in a table showing proposed increases ranging 
from 24 cents to 85 cents a 100 pounds under the class 2 rates 
as compared with the column 57 rates. The Administrator com- 
mented on the situation as follows: 


Respondent states that the present exceptions ratings applicable on 
these commodities do not provide sufficient revenue to cover the cost of 
services performed. As pointed out above, these commodities move on 
column 57 and column 40 rates over both rail and truck lines. Under 
the method of operation used by freight forwarders, the shipper or con- 
signee is charged the less-than-carload or less-than-truckload rate and 
the forwarder, after assembling the shipments, ships on carload and 
truckload rates. The spread between column 57 and column 49 appears 
sufficient to cover the cost of service and return a profit. 


The protest involved items, 200 and 205, section 2, National 
Carloading Corporation tariff I. C. C.-FF No. 20, effective July 
17, and items 200 and 205, section 2, Acme Fast Freight, Inc., 
tariff I. C. C.-FF No. 37, effective July 15. 


MOTOR CLASSIFICATION PROTESTS 


Objecting to what he said would be a piecemeal revision 
of the National Motor Freight Classification as a whole by the 
proposal of hundreds of changes in classifications, the Price 
Administrator petitioned the Commission to hear MC C-150, 
Motor Freight Classification, and I. & S. M-2404, Incandescent 
Lamps or Bulbs, and cases joined therewith, on one record. 
By an order in those proceedings, the Commission denied the 
application. The American Trucking Associations, in a reply 
to the Price Administrator’s petition, had asked its denial, say- 
ing that the Administrator, one of those who caused institution 
of I. & S. M-2404 and the joined proceedings, and with full 
knowledge that the cases had been set for hearing July 11, had 
waited “until this eleventh hour’ to file his petition. The Ad- 
ministrator had thus injected the element of surprise into the 
case and had created uncertainty while preparation for the 
hearing was in progress, the A. T. A. said. 

The cases joined with I. & S. M-2404, were: I. & S. M-2405, 
Airplane Parts; I. & S. M-2406, Trunks or Traveling Bags; 
I. & S. M-2407, Hats or Caps; I. & S. M-2048, Carpet Mill 
Thread Waste; and I. & S. M-2409, Paper Articles. 


TERMINAL SERVICES 


The Texas & New Orleans has filed a brief with the Com- 
mission supporting the position taken by Phelps-Dodge Re- 
fining Corporation in reference to the efficient switching of its 
plant at El Paso, Tex. (See Traffic World, July 8.) The 
railroad brief was filed in Ex Parte No. 104, Part II, Practices 
of Carriers Affecting Operating Revenues and Services, Ter- 
minal Services. 

The T. & N. O. said it did not hesitate to say that the 
company was entitled to all the services being rendered at the 
plant without the payment of additional charges or charges 
other than those being assessed and collected under filed 
tariffs. The average time for switching the plant, it said, was 
less than half the time required for all team track and industry 
switching in the territory. 
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in I. C. C. Cases 


Railroad, Water, and Motor Transport 


Mixed Carload Rule 


Examiner Claude A. Rice, in a proposed report in No. 28989, 
Illinois Territory Industrial Traffic League vs. Union Pacific 
Railroad Co. et al., has recommended that the Commission find 
unreasonable western classification rule No. 10 and the corre- 
sponding rules in westbound transcontinental tariffs and west- 
pound tariffs of rates to Montana, pertaining to freight in mixed 
carloads. The examiner set forth in his report a rule which he 
proposed as reasonable. 

“The complaint is directed at the charges exacted for car- 
riage of mixed carloads of articles which are differently rated, 
the term rated being used to mean the levels of the class rates, 
commodity rates, or other rates which would apply if each 
article was separately shipped as a carload,” said the examiner. 
“Complainant does not attack the authorized freight mixtures, 
but only the charges for transportation of mixtures now per- 
missible.” 

The examiner proposed the following findings: 


The Commission should find that rule 10 of the western classifica- 
tion, and the corresponding rules in westbound trans-continental tariffs 
and westbound tariffs of rates to Montana, are and for the future will 
be unreasonable and should be amended to provide (1) that transporta- 
tion charges shall be determined by applying to the actual weight of 
each article in a mixed carload the rate on a straight carload thereof, 
subject to minimum hereinafter noted; (2) that if a commodity in a 
mixed carload is subject to alternative straight carload rates and mini- 
mum weights the rate charged shall not be lower than the rate which 
would apply if the same quantity of that commodity were shipped as a 
straight carload; (3) that arbitraries shall be added to compensate the 
carriers for the expense involved in rate checking, billing, and test- 
weighing of mixed carloads, the arbitrary to be $1 on each mixed-car- 
load shipment on which it is necessary to apply not more than 5 rates, 
$2 if more than 5, $3 if more than 10, $4 if more than 15, and so on; 
and (4) that the minimum transportation charge on each item enumer- 
ated in the bill of lading of a mixed-carload shipment shall be the 
straight carload rate per 100 pounds. The practice of charging for a 
deficit in carload minimum weight the carload rate applicable to the 
highest rated article in the shipment should be continued. 

The Commission should further find that the assailed tariff provi- 
sions have not been shown to be otherwise unreasonable. 


The complaint was supported by twenty-five interveners, 
including the Secretary of War, largely consisting of manufac- 
turers and wholesalers located at Chicago and in Official Terri- 
tory. Thirty-eight interveners opposed the complaint, including 
intercoastal steamship lines. The largest group comprised those 
representing commercial interests in the west and southwest. 


_ Under the present rules, when alternative rates were not 
involved, the examiner said transportation charges on a mixed 
carload shipment were based on the straight carload rate appli- 
cable to the highest rated article in the car, and on the highest 
minimum weight applying to any article in such car. The trans- 
continental tariffs, said he, contained some additional text that 
provided in substance that if a mixed carload included a com- 
modity on which alternative carload rates were published, the 
rate and accompanying weight should be used which, in con- 
junction with rates and minima on other articles in the ship- 
ment, would produce the lowest carload charge. 


He said the rule proposed by the complainant would require 
the defendants to compute transportation charges by applying 
to the actual weight of each article in a mixed carload the rate 
on a carload shipment thereof, and to charge for the deficit in 
minimum weight, if any, the rate on the lowest rated article 
In the car on the theory that the carriers should not charge on 
the deficit a higher rate than would be collected if that space 
was filled with the lowest rated item in the shipment. The 
applicable minimum weight, under complainant’s proposal, 
would be the highest minimum on any article in the car, with 
the qualification that if a commodity be accorded alternative 
carload rates and minimum weights the minimum and accom- 
Panying rate must be used which, in connection with other 
articles in the shipment, would produce the lowest aggregate 
charge. No change is sought in the requirement that a mixed 
carload must be billed from one consignor to one consignee. 

‘he examiner said the complainant contended that the 
transportation characteristics of the several commodities han- 
dled in freight service were reflected in the published straight 
carload rates and accompanying minimum weights, and that, 
from a transportation standpoint, the rates on articles in mixed 





carloads should be no greater than if the same traffic was moved 
in straight carloads, one commodity to a car. He continued: 


In respect of service performed, it is complainant’s position that in 
the carriage of mixed carloads the railroads provide the same character 
of transportation service as when moving straight carloads, since in 
each instance the loading and unloading ordinarily are performed by or 
at the expense of shippers and consignees. To be more specific, if 40,000 
pounds of one commodity and 40,000 pounds of another be transported 
as straight carload shipments between two designated points, it is com- 
plainant’s contention that the carriers perform no more and no less 
transportation service than if each car contained 20,000 pounds of one 
commodity and 20,000 pounds of the other. 


The examiner reviewed the positions taken by the various 
interveners in support of, and opposing, the complaint, with fre- 
quent examples to illustrate conditions under the present rule 
and under the proposed rule. Generally those in support of the 
complaint, it was shown, contended that they would obtain 
lower rates on commodities now moving under the present rule 
10, and on commodities which they could not now ship in car- 
loads. Those opposed to the complaint, located in Illinois and 
Official Territory, took the position that, as typified by Ford 
Roofing Products Co. of Vandalia, Ill., and York, Pa., they would 
operate at a serious competitive disadvantage, since a customer 
could obtain from a competitor manufacturing a more diversified 
line of products a small quantity of roofing as part of a mixed 
carload of miscellaneous building materials, and pay for trans- 
portation of the roofing a rate no higher than would apply to an 
entire carload when purchased from Ford. The largest group 
of protestants, those located’ in the west and southwest, con- 
sisting of jobbers and wholesalers, said that, under the proposed 
rules, retailers would order direct from manufacturers, this dis- 
rupting the present practice of shipping to jobbers and whole- 
salers for storage and resale to retailers. 


Defendant’s Position 


After pointing out that a rule similar to exception rule 10 
in official and southern classifications had been tentatively ap- 
proved by members of a western trunk-line traffic committee, 
and rejected by carriers in western classification territory, the 
examiner said: 


They estimated that the snrinkage in net revenue on transcon- 
tinental traffic moving in rule 10 cars, based on the 1939 volume, would 
aggregate $1,750,000 or more per annum, and that additional revenue 
losses would be occasioned (1) by the diversion of less-carload ship- 
ments to rule 10 cars, and (2) by reductions in assembling and distribu- 
tion services by rail at consolidation and break-bulk points, respec- 
tively, due to increased pool-car shipments from initial origins to final 
destinations. 

An important part of the westerly freight service provided by 
transcontinental railroads is the movement of scheduled merchandise 
cars carrying shipments at less-carload rates, much higher than carload 
rates on the same articles, and the carriers are particularly desirous of 
retaining this less-carload business. Per ton of freight it is regarded as 
their most profitable traffic. It moves in volume over comparatively 
long distances between the larger shipping and receiving points, and a 
substantial amount is handled westward in refrigerator cars which 
otherwise might be moved empty. 


The examiner said that, inasmuch as the spreads between 
transcontinental carload and less-carload rates averaged about 
$35 a ton and that the estimated shrinkage in net revenue would 
be $25 a ton, “carrier officials apparently believe that the cost 
to the western railroads of handling less-carload freight in mer- 
chandise cars at 6 tons per car exceeds by only $10 per ton, or 
50 cents per 100 pounds, the cost of transporting shipments in 
carloads. The carriers load and unload shipments which are 
handled by them at less-carload rates. Carload freight ordi- 
narily is loaded and unloaded at the expense of shippers and 
consignees.” 

The defendants, he said, claimed that the proposed rule 
would tend to build up industries in the larger cities east of the 
Mississippi River where freight for mixed carloads could readily 
be assembled, and that in general it would discriminate in favor 
of large shipping points; that a manufacturer at Los Angeles 
or San Francisco that tried to market its products in the south- 
west in competition with manufacturers at Chicago now oper- 
ated at a disadvantage, and that adoption of the proposed rule 
would make it more difficult for west-coast industries to 
compete. 

The examiner said that it had been pointed out that the 
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time required to bill a straight carload shipment and determine 
the applicable rate averaged less than 10 minutes, while, where 
it was necessary to determine transportation charges based on 
the straight carload rates and actual weights of 89 items in one 
designated mixed carload, 5 hours and 27 minutes were required. 
In addition, the report said, it had been estimated that an hour 
would be required to prepare a waybill enumerating the articles. 

“Tf a rule similar to that proposed by complainant is to be 
applied on traffic here involved, it seems obvious that the car- 
riers should be compensated adequately for the expense of rate 
checking, billing, and test-weighing over and above that which 
is incurred when freight tonnage is transported in straight car- 
loads one commodity to a car,’ the examiner said. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “biack face” type, 
with name of town or city following.) 


Minnesota (Rochester)—MC 42525, Sub. 1, J. M. Carey, ex- 
tension. Denial of application proposed. Household goods, be- 
tween Rochester, Minn., and points within a radius of 50 miles 
thereof, on the one hand, and, on the other, points in Ill., Ind., 
Ia., Mo., Neb., N. D., S. D. and Wis., over irregular routes. 

Wyoming (Rawlins)—MC 104413, Sub. 3, Max Dawson 
and Wesley Corbett, extension. Certificate proposed. Such ma- 
chinery, materials, and supplies as are incidental to or used 
in connection with the construction, operation, maintenance, 
and dismantling of pipe lines designed for the transmission of 
natural gas and petroleum, between points in Wyo., Mont., 
Utah, and Ida., over irregular routes. 

Ohio (Cleveland)—-MC 1502, Pennsylvania Greyhound 
Lines, Inc., common carrier, embracing MC 1520, Central Grey- 
hound Lines, Inc., common carrier. On hearing and reconsid- 
eration, changes in restrictions proposed. In MC 1502, restric- 
tion proposed that no traffic be transported over routes between 
New York, N. Y., and Chicago, Ill., and between New York and 
Brandt, O., described in orders of June 15 and July 23, 1942, 
originating at New York and destined to Newark or Jersey City, 
or to points between those cities, or originating at Newark or 
Jersey City, or points between them, and destined to New York, 
except on applicant’s intercity schedules that neither originate 
or terminate at points in N. J. In MC 1520, restriction proposed 
that no traffic be transported over routes between Buttzville, 
N. J., and New York, and between Brooklyn and Albany, N. Y., 
as described in orders of October 27, 1942, and July 29, 1943, 
originating at New York and destined to points in Hudson, 
Essex, Bergen and Passaic counties, N. J., or originating at 
points in those N. J. counties and destined to New York, except 
on applicant’s intercity schedules neither originating nor ter- 
minating at any point in N. J. 

Missouri (Springfield) -MC 62621, Sub. No. 3, A. W. Shep- 
herd. Certificate proposed. Passengers and their baggage, and 
express and newspapers, in the same vehicle with passengers, 
between Monett, Mo., and Neosho, Mo., over a specified route, 
with service at the intermediate points of Pierce City and 
Granby, Mo. 

Pennsylvania (Teiford)—-MC 104928, David D. Derstine, 
common carrier. Denial of certificate proposed. Roadbuilding 
machinery and equipment, and road construction materials and 
supplies, between Telford, Pa., and points within 25 miles there- 
of, on the one hand, and, on the other, points in Pa., N. J., N. Y., 
Del., and Md. within 175 miles of Telford, over irregular 
routes. The proposed report recommended that the Commission 
give consideration to grant of temporary authority for the 
duration of the war. 

Michigan (Fremont)—-MC 15801, Sub. No. 4, Russell Gilli- 
land, extension. Certificate proposed. Specified commodities, 


from points in O., Ind., and IIll., to Fremont, Mich., over irregu- 
lar routes. 


Indiana (Indianapolis)—-MC 105030, George Edward Hep- 
ner, contract carrier. Permit proposed. Inedible meat refuse, 
from Indianapolis, Ind., to Chicago, Ill., over a specified route; 
feed and fertilizer, from Chicago over the aforementioned 


route on return to Indianapolis, serving certain intermediate 
and off-route points. 





MOTOR TARIFFS RESTRICTIONS 


The Southern Motor Carriers Rate Conference has filed 
with the Commission an answer to the petition of the Price 
Administrator for the suspension of certain of the conference 
tariffs eliminating certain carriers as participating carriers, and 
eliminatng through routes, joint rates and interchange agree- 
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meats between certain carriers (see Traffic World, July 8, 
Dp. Ti). 


As in the case of similar proposals recently, the confer. 
ence said the Commission had no jurisdiction to suspend the 
protested items because no new individual or joint rate had 
been filed with the Commission by the respondents, and that 
the result of any suspension order would be to require the 
respondents to continue joint routes with other motor carriers, 


which, it said, the Commission had no power to do under 
section 216(c) of the act. 


R. I. Substituted Service 


There was no warrant in the congressional declaration of 
policy, or generally in the interstate commerce act, that justi- 
fied a different treatment of railroad-affiliated motor carriers 
than motor carriers generally, said the Rock Island motor sub- 
sidiary in a brief in support of exceptions to the report recom- 
mended by joint board No 1.35 in MC 29130, Sub. 34, Rock 
Island Motor Transit Co. Extension—East St. Louis, Ill. In 
that proceeding, the joint board recommended denial of the 
application, saying that the motor subsidiary of the Rock 
Island sought authority to engage in motor carrier operations 
without any connection whatsoever with the rail service of 
the parent company, between East St. Louis, Ill., and Kansas 
City, Mo., with service at 57 intermediate and off-route points 


mg ae served by the railroad (see Traffic World, May 20, 
p. 3). 


After referring to the remarks of the board in the proposed 
report, concerning the number of witnesses supporting the ap- 


plication as offering expedited handling of traffic, the applicant 
continued: 


With such recitals in the report it becomes more apparent that the 
statement ‘‘. . . we are not convinced that the way to maintain for the 
future healthful competition between rail and truck service is to give 
the railroads free opportunity to enter the field of transportation by 
motor vehicle and to establish a service which is strictly competitive 
with, rather than auxiliary to, their rail operations,’’ is based on en- 
tirely extraneous considerations. The joint board bases this observa- 
tion on an alleged policy without statutory support, and without rela- 
tion to the service proposed by applicant and the record before the 
Commission, when it finds that ‘‘the railroads’’ generally should not 
be permitted to enter the motor-carrier field. 


It found itself in the position of proposing an operation 
established through 53 public witnesses as “superior to that 
which is presently available,” and essential to their businesses, 
yet having it denied, said the applicant. It went on to say 
that the general finding as what “the railroads’ should or 
should not do generally was not based on any evidence of the 
record, but represented a theory or policy adopted by the 
board. After discussing the nature of the Commission’s au- 
thority, and asserting that the policy applied by the joint board 
was contrary to expressions of the Commission in its con- 
sideration of the applicant’s operations, the applicant said: 


The denial to the applicant of the right to enter the motor-carrier 
service proposed on the premise that railroads generally should not be 
given a free opportunity to enter the field of transportation by motor 
vehicle is arbitrary and unlawfvl. 


The applicant argued that the proposed operations were 
coordinated with the rail service and were not independent. 
The very nature of the application, it said, showed the close 
alignment of the railroad and the motor carrier, ‘in that author- 
ity is sought to serve every Rock Island rail station between 
St. Louis and Kansas City, including the principal terminals, 
and that all other points through which the highways neces- 
sarily route the motor-carrier operation, are not to be served.” 


If the operations were not closely associated with those of 
the railroad, the applicant would have sought authority to serve 
every point through which it operated, it said, whether or not 
such a community was a station on the railroad. It also pointed 
out that it was unlikely that any motor carrier would have 
chosen to serve anything but Rock Island rail stations over a 
series of highways so closely parallel to the railroad, as this 
resulted in a more circuitous routing between St. Louis and 
Kansas City than was generally used by motor carriers. 


The applicant said it was difficult to see how there could 
be competition between two companies so closely related. The 
very structure of the organization denied it, and the evidence 
demonstrated the close cooperation and endeavor toward a 
common end of the two organizations, it said. 


As there was no justification for the mistaken action of the 


board, the applicant said, it asked that the board’s report be set 
aside and the application granted. 
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July 15, 1944 


Hoch-Smith Southern Grain Case 


The Commission began hearing argument July 12 in No. 
17000, Rate Structure Investigation, Part 7-A, Grain and Grain 
Products to and within Southern Territory, and I. and S. 
No. 4208, Grain to, from and between Southern Territory, and 
consolidated proceedings. In those proceedings, Examiner 
Frank M. Weaver proposed 25 findings involving a system of 
one factor interterritorial rates on a common level (see Traffic 
World, Sept. 4, 1943, p. 515). Time allotted for argument 
totaled about six days. 

L. L. Oliver opened argument for the southern carriers, 
to be followed by C. P. Reynolds, Ed. D. Mohr, and Erle J. Zoll, 
Jr., saying that Mr. Mohr and Mr. Zoll would probably reserve 
their time for rebuttal. On questioning from the bench, and 
in the conclusion of his argument, Mr. Oliver asked that the 
present adjustment be approved as it stood. For a long period 
prior to 1923, he said, there had been no attacks made on any 
of the rates within the south, or to the south. He then traced 
the history of complaints filed by various southern interests. 
He said the present revision had been published to become 
effective June 1, 1936, that the tariffs were suspended on the 
request of shippers throughout the south; and that the order 
had been vacated and the rates in I- and S. 4208 allowed to 
get into effect, but that an investigation of the rates was 
continued along “with No. 17000, Part 7-A. Mr. Oliver pointed 
out a number of times that there had been no general demand 
on the part of shippers for the suspension of these I. and S. 
4208 rates. 


He said that, in fixing the measure of the proportional 
rates from the river crossings, the southern carriers had used 
as a guide the proportional rates fixed by the Commission 
from the Ohio River crossings in various cases, to which he 
referred. He said that, using those rates, the carriers had 
arrived at a pivotal rate from St. Louis to Atlanta of 30 cents, 
a reduction from the existing rate of 35% cents. The local 
rates, said he, were placed on a basis of 22% per cent of first 
class. The proportional rates from all the crossings, he said, 
had been built around the pivotal rate. The average reduction 
in the carload rates to all points in Georgia was 6.4 cents, 
he said; and on less-carload rates, 2.4 cents, and cited reduc- 
tions to other southern points. 


For more than 50 years, he said, rates on grain and grain 
products from the important grain-producing sections had been 
made on combinations of factors to the river crossings and 
to the south, and had been equalized from all those crossings. 
In I. and S. 4208, he added, the carriers had undertaken to 
carry forward that same plan of rate-making. Mr. Oliver of- 
fered an exhibit to show how, he said, the Commission’s deci- 
sion in the western grain case had disrupted the equalization 
of the southern points. Many of the things complained of, he 
said, were the direct result of the Commission’s decision in 
that case, and that his exhibit showed the basis of the com- 
plaints of Kansas City and Minneapolis interests. 


He said that “we are not dealing with general commodities 
here,” but were dealing with grain and grain products, and 
that on this traffic conditions in the south were very much 
less favorable than in the southwest, citing heavier loadings 
in the southwest of 43 tons a car, as compared with 37 tons 
a car in the south. On questions from the bench, Mr. Oliver 
said he did not know the reason for this difference. He said 
that the examiner had “tried to brush aside” comparisons made 
by the carriers of the level of rates on other products on the 
ground that there was no evidence in the record as to their 
transportation characteristics. The examiner knew, Mr. Oliver 
said, that no such transportation service was furnished on those 
products as was furnished on grain. 


Under the examiner’s proposal, he said, rates from Western 
Trunk Line, Southwestern and Central Freight Association 
territories would be reduced on an average of 11.7 cents. The 
report did not show how the examiner had arrived at his 
scale, said Mr. Oliver, but he said it was quite apparent that 
he had been influenced by the rates the Commission had pre- 
scribed in the western grain case. He said that the examiner’s 
proposal of a system of one-factor rates had brought a storm 
of protests from shippers, as evidenced by the exceptions filed, 
and that very few of the parties to the proceeding had “gone 
along with” the examiner in his proposal. He said he did 
not believe that any one could expect that, in the post war 
period, the railroads were going to be any more prosperous 
than they were in the pre-war period, or that they would be 
able to “stand” lower rates than those they had prior to the 
war. He said the rates had been reduced in I. and S. 4208, 
and that the Commission should not further reduce those rates 
unless they were shown to be unreasonably high. There was 
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nothing in the record on which such a finding could be made, 
he said. 


Southern Carriers 


C. P. Reynolds, speaking for the southern carriers in No. 
17000 and I. & S. No. 4208, discussed less-carload rates within 
the south; rates to points in the Florida peninsula; transit; and 
rates from the south Atlantic and Gulf ports. He pointed out 
that prior to the effectiveness of the I. & S. No. 4208 rates the 
rates on grain and grain products within the south were either 
on an any-quantity basis, or the less-carload rates were only 
slightly higher than the carload rates. After the adjustment, 
said he, the less-carload rates were made uniformly 5 cents a 
100 pounds higher than the carload rates except to points in the 
Mississippi Valley. He said there had always been two sets of 
less-carload rates within the south, local rates and proportional 
rates, the latter applying on traffic moving into or out of north- 
ern gateways by rail and charged, he said, on the greater por- 
tion of the traffic. The local less-carload rates were made with 
relation to the local carload rates, and the less-carload propor- 
tional rates were made with relation to the proportional carload 
rates. 

Under this system, he said, and the applicable transit tariffs, 
southern mills were able to purchase grain in carload quantities 
and ship the products out in less-carload quantities on rates 
generally 5 cents a 100 pounds higher than the carload rates 
from the points of origin to the ultimate destinations. This sys- 
tem, said he, had been repeatedly approved by the Commission, 
and that the southern mills maintained that it was necessary. 
Nevertheless, he said, the examiner proposed to destroy the 
system “root and branch,” and had proposed a finding that pro- 
portional rates on grain and grain products, in less-carloads 
within the south were unreasonable to the extent that they were 
lower, mile for mile, than the local less-carload rates he recom- 
mended. He said that southern millers had testified that they 
could not stand less-carload rates more than 5 cents higher than 
the carload rates, and that even the 5-cent differential had 
caused an increase in the movement of grain and grain products 
by truck. 

He said the examiner recommended that the carriers be re- 
quired to maintain minimum less-carload proportional rates the 
same as the maximum less-carload local rates he recommended, 
and asked how a proportional rate could be the same as a maxi- 
mum local rate, adding that there was no basis in law or logic 
for such a recommendation. He said the Commission had always 
exercised its minimum rate power sparingly, and that there was 
no evidence to show that present less-carload proportional rates 
were so low as to result in a burden on other traffic. Touching 
on the switching of less-carload freight of 10,000 pounds or 
more, Mr. Reynolds said there was no evidence to show that it 
cost more to place such cars at consignees’ sidings than on team 
tracks, and that it resulted not in a waste of transportation 
facilities, but in conservation, pointing out that grain loadings 
averaged 16,000 pounds. 

As to traffic to the Florida peninsula, he said the carriers 
should be allowed to maintain arbitraries wherever it could be 
maintained because of the greater costs involved in handling 
traffic in the peninsula. He said that, because of the many Com- 
mission decisions to this effect, it ought not be necessary for 
the carriers to introduce evidence as to the Florida adjustment 
in every proceeding, but that they should be able to depend on 
the Commission’s knowledge as developed in the other pro- 
ceedings. 

Mr. Reynolds pointed out that the Commission had said in 
its notice concerning the proceeding that it would not go into 
the question of what constituted reasonable transit rules, etc., 
and that the southern carriers, relying on this notice, had not 
introduced any evidence with respect to transit, but that the 
examiner had, nevertheless, found that the level of the carload 
rates he proposed was adequate to compensate for three transit 
stops, and that the less-carload rates were inadequate to com- 
pensate for any transit stops. The examiner was in error in 
making this finding, in view of the Commission’s notice, he said. 

As to traffic from the south Atlantic and Gulf ports, Mr. 
Reynolds insisted that grain or grain products, shipped from 
the Pacific northwest via the Panama Canal, was not entitled 
to proportional rates from the ports to interior points. He said 
the traffic came to rest at those ports, and that the movement 
to the interior points was a local movement. He said that, in 

his opinion, proportional rates should not be applied on traffic 
moving through southern ports. 


Western Carriers 


A. B. Enoch, speaking for the western carriers, said they | 
were defending the rates prescribed by the Commisison in No. ' 
17000, Part 7 (205 I. C. C. 301 and 215 I. C. C. 83), as to the | 
relationship from producing territories into the south and south- | 
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west and from producing territories to the destination territories 
covered by the formal complaint. He said they agreed with the 
Oklahoma interests in calling this primarily a “flour case.” He 
said that sometimes, in prescribing the level of the flour or 
wheat rates, mileage was used as an index or gauge of the 
amount of service, and that, unless one was careful in apprais- 
ing the level of those rates, various erroneous conclusions would 
result, because, said he, mileage was no index of the amount of 
service performed by the carriers. He again quoted the Okla- 
homa interests as saying that ‘‘wheat rates without transit would 
be like a gun without ammunition,” and said that among the 
other things in appraising the level of the rates which he would 
bring to the Commission’s attention, transit must be given con- 
sideration. 

He stressed the fact that wheat was harvested over a period 
of three months and marketed over the rest of the year, and 
that it required storage capacity. That was one transit, he said, 
and that the next transit was at the mill, and that the Commis- 
sion should consider whether or not there should be more than 
two transits. Otherwise, he said, the buyer of the wheat must 
be a miller and that a subsequent storage point was out of the 
question unless the seller was willing to discount the amount 
of the third transit charge. He said the reason the Commission 
must appraise the level of the rates in connection with transit 
was that the transits were for the benefit of the man who had 
wheat to sell—the man who grew it—and that any benefit of 
transit accrued to the grower. Anything that handicapped the 
marketing of grain, he said, handicapped the producer. For the 
good of the entire industry, he argued, the rates involved should 
be appraised as to their level in connection with at least three 
transits. 

Another thing that distinguished grain and flour from other 
commodities was the preparation the carriers made to handle 
the wheat at its peak movement, he said, for many months prior 
to harvest the carriers gathered in their box cars for repairs, 
said he, and that for six weeks to two months prior to the first 
movement of wheat tens of thousands of cars were parked in 
Texas, Oklahoma, Nebraska and Colorado, to be ready to move 
the wheat. That was a service never performed for other com- 
modities, the rates on which were often compared with those 
on grain to determine whether the grain rates were reasonable, 
he said, citing also the expense of the carriers in connection with 
the furnishing of grain doors, and the stop for official inspection 
in addition to other transit stops. It was clear, also, he said, 
that grain came from origin to storage, and from storage to 
storage or from storage to mill, and that in that process it was 
going to move out of line, but that all of the rates had been 
put on short-line distances ‘“‘when we know that this grain is 
moving out of line considerably before it gets as flour to the 
consumer.” He objected also to the use of simple state aver- 
aegs of distances, pointing out that in Oklahoma there were 
more than 100 miles difference between the weighted average 
and the simple average. Serious errors might be made by the 
use of simple average distances, he said. 


Official Carriers 


Frank H. Cole, Jr., representing Official Territory carriers, 
said that those carriers had three principal objections to the 
proposed report. He said the examiner felt that the multiple 
factor rates did not afford a practical method for the con- 
struction of interterritorial rates, and that he was brought 
to this view by finding that a dual system would be unlawful 
and would run counter to the findings of the Commission in 
the western grain case, but that it would be necessary; and 
that he was therefore forced to accept the single factor through 
rate basis. In this, he said, the carriers thought the examiner 
was wrong. The second objection, he said, was that the 
examiner’s proposal, even under a single joint one factor 
through rate, was on too low a basis and that his proposal 
would result in revenue lower than on grain and grain products 
in any territory. As to the carriers’ third objection, Mr. Cole 
said that the examiner, after criticising the service and equal- 
ization that had always been connected with the rate-break 
structure, found that they were essential, and, added Mr. Cole, 
he meant to retain those services even though he fixed joint 
through one factor rates based on the lowest distances, with 
all of the circuity ever permitted by the Commission under 
fourth-section orders. He meant to retain the advantages of 
the rate-break system, he said, “by asking us to do it for 
nothing.” 

He said that, under the examiner’s proposal, there would 
be brought back into the rate structure all of the ills connected 
with a wide range of transit balances, and that these would 
be magnified by the fact that the area involved was much 
more extensive than in the earlier case and that the through 
rate basis would be added to “what is there now” within the 
west, and from the west to all other territories. Later he 
said the proposal would benefit the intermediate grain inter- 
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ests, and pointed out that they were willing to pay on the 
— basis in order to obtain the service they received under 
at basis. 


Northwest Carriers 


R. J. Hagman, speaking for the Great Northern, the North. 
ern Pacific, and the Soo Line, also voiced three objections to 
the examiner’s proposal, as follows: It would disrupt the rate. 
break system; the rates were too low; and those rates gave 
no consideration to the fact that the territory west of Minne- 
apolis had always been considered higher rated than the ter- 
ritory south of Minneapolis. He said the carriers he repre. 
sented believed that the rates should be adjusted within the 
framework of the rate-break system now in effect and estab- 
lished by the Commission. Any changes in the present rates 
to the southeast ought to be brought about by an adjustment 
in the proportional rates from the gateways to destinations in 
the southeast, he said. 


Argument 


Time for argument was allotted to interests supporting 
the carriers as follows: C. R. Hillyer, for John W. Eshelman 
& Sons; J. W. Holloway, for the Kansas-Missouri River Mills; 
Parker McCollester, for Southern Grain & Grain Products 
Traffic Council; Freeman Bradford, for Indianapolis Board of 
Trade, et al.; J. P. Haynes, for Louisville Board of Trade; 
John A. Forshey, for Toledo Board of Toledo; E. E. Kohlwes, 
Kansas Milling Co., et al.; J. A. Kuhn, for Omaha Grain 
Exchange; J. S. Brown, for Board of Trade of Chicago; and 
J. B. McGinnis, for Memphis Merchants Exchange. 

Mr. Hillyer spoke of the effect of the examiner’s proposal 
on the plant maintained by his company at Circleville, O. He 
said he thought the complication of the rates to and from 
rate-break points had been greatly exaggerated. The Circle- 
ville plant, he said, paid the proportional rate, or whatever 
the nature of the rate was, from Omaha to St. Louis, and then 
paid the rate from that gateway through Circleville into the 
southeast, with transit at Circleville. He said there were sep- 
arate published rates in the tariffs with no complication of 
transit balance. He said his company felt that the element of 
circuity had been exaggerated, and that most of the traffic 
moved through short line gateways. He said its principal ob- 
jection was to the change in the form in which the rates were 
stated in the examiner’s report because, he said, it changed 
all relationships, and that a mileage scale could not be applied 
to a vast country like this where the relationships had been 
settled for years without changing those relationships. The 
proposal, he said, gave consideration to nothing but distance. 
He said that after grain had moved from the country elevator 
to Omaha, and some one then decided to buy it for shipment 
to the southeast, under the present rule it immediately took 
on a definite commercial value and that a price could be fixed 
on it at destination. Under the proposed plan, he said, the 
definite features would be wiped out and “a list of imponder- 
ables” introduced so that no one could determine its value 
for a year after the car arrived at its destination. These 
unknown factors were brought about by the adoption of the 
one factor rate, and would continue along with the shipment 
until it was disposed of, he said. 


Pointing out that rates from the main Oklahoma group 
were two cents less than from Winfield, and saying that Okla- 
homa interests had asked that the group be extended to the 
Arkansas boundary for no other purpose than to shorten their 
average distance, Mr. Holloway said that only about 2% per 
sent of the Oklahoma production was east of the present group 
and that none of the wheat would be available to the Oklahoma 
mills for movement to Memphis or the southeast. Kansas and 
Oklahoma were separated only by an imaginary boundary, he 
said, and that it should not be controlling in fixing the rates 
to the east. If the boundary should be considered, he said, 
transportation conditions would justify lower rates from Kansas 
than from Oklahoma, saying it had been pointed out that trans- 
portation conditions in Kansas were better than in Oklahoma. 
He said the group he represented was not asking the Com- 
mission to prescribe lower rates from Kansas and from the 
Oklahoma group. Whatever was done, he said, they saw no 
reason why the rates from Kansas should be any higher than 
from Oklahoma. 

Southern Grain Interests 


Mr. McCollester said he represented flour millers, blenders, 
food manufacturers and grain dealers in Alabama, Georgia, 
Kentucky, Missouri, North Carolina, South Carolina, Tennessee, 
Indiana, Illinois, and Ohio. He said the proceeding came be- 
fore the Commission in an unusual manner, in that Examiner 
Weaver had not heard the evidence in the case, while Ex- 
aminers Macklay and Hall, who wrote the previous proposed 
report, had conducted the hearings and had heard most of the 
evidence. Evidently Examiner Weaver’s recommendations, 
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which, said Mr. McCollester, departed radically from those of 
the other examiners, were predicated on his idea that the 
Commission, in the western grain case, had called for a dif- 
ferent result in this case than that which the other examiners 
had previously recommended. He said that Examiner Weaver 
did not base his recommendations on any finding that the 
limited amount of evidence taken at the further hearing had 
disclosed radically changed conditions from those portrayed 
by the evidence on which Examiners Hall and Macklay had 
made their recommended report. So far as his clients were 
concerned, he said, they felt that Examiner Weaver’s report 
should be rejected by the Commission. They believed, he said, 
that the adoption of the report would seriously injure the 
milling and grain industry of the south, that it would tend to 
create a monopoly in the sale of flour, particularly, but also 
all grain products in the southeast, in the mills located near 
the producing centers of the grain which were, he said, for 
the most part, large concerns. He said the proceeding should 
be discontinued. There was nothing else the Commission could 
do, he contended, if it found that the rates now in effect satis- 
fied the requirements of the Hoch-Smith resolution. 

If the Commission decided it should do something other 
than dismiss, he said then his clients asked that it adopt the 
report of Examiners Hall and Macklay, with certain exceptions. 
As to the report of Examiner Weaver, Mr. McCollester said 
he would address his argument to four points: (1) That the 
present method of making rates into the south involving, first, 
multiple factor or break-point bases, as distinguished from the 
single factor rates, and second, equalization of the several 
gateways, should not be disturbed; (2) that the examiner’s 
recommendations with regard to transit were not justified by 
the record and should be rejected; (3) that the less-carload 
proportional rates within the south were necessary, reasonable, 
and non-discriminatory, and should be retained; and (4) that 
the: Commission should not and might not, on the record, 
prescribe proportional rates on grain and grain products over 
the Gulf and south Atlantic ports, or on barge grain over the 
rivers. 

Before developing his argument, Mr. McCollester reviewed 
the conditions pertaining to the south which, he said, were 
necessary as a background in considering the proposals and 
the objections to them. 





Railway Express Controversy 


The Motor Carriers Central Freight Association, Interstate 
Motor Freight System, and Consolidated Freight Co. have filed 
areply with the Commission to the applicant’s petition for recon- 
sideration in MC 66562, Sub. 380, Railway Express Agency, Inc., 
Extension. In that proceeding, the Commission, division 5, 
granted the agency a certificate authorizing transportation of 
express matter’: moving in express service between Lansing and 
Laingsbury, Mich., and between Jackson and Lansing, Mich., 
over specified routes, subject to conditions, including one that 
applicant’s service be limited to that auxiliary to or supplemental 
of express service. The agency had asked reconsideration in so 
far as it was denied authority to serve Chesaning and St. Charles 
as Intermediate points and to extend service to the railhead (see 
Traffic World, July 8, p. 74). 


“The substance of the applicant’s present petition is merely 
that they think the Commission is bound to give them all they 
seek because it has recommended a grant of part of the author- 
ity,” said the protestants. “They take the position that since 
the Commission has recognized the validity of part of their 
prior arguments, they are automatically compelled to give them 
100 per cent of what they seek.” 

The agency’s quarrel with the Commission was that it had 
granted them the right to serve ‘‘a couple of towns a relatively 
short distance from Lansing instead of permitting them to oper- 
ate the entire distance from Lansing to Saginaw,” the protestants 
said. The agency argued that the error of the Commission lay 
In its assumption that express shipments could be handled to 
St. Charles and Chesaning on present passenger trains, they said, 
and that on that foundation the agency had built the argument 
that it must be granted the right to serve these additional towns. 

The applicant had failed to mention the fact that the present 
passenger train schedules listed those two towns as flag stops, 
the protestants continued, and that it overlooked the fact that 
Its only argument throughout the case had been based on a 
claim that the passenger trains now operating could not serve 
any of the points without disrupting their schedules. The 


agency argument amounted to saying that it would not make 
use of the two trains because “they are engaged in fighting 
this case,” the protestants said, adding that there was no rea- 
son why the two towns could not be served by the passenger 


trains “except the stubborn unwillingness of the Express Com- 
pany.” 
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The protestants said they called the attention of the Com- 
mission to a recently decided case involving the order of the 
Commission in MC 2815, Sub. 6, Willett Co.* of Indiana, Inc., 
Extension, covering service between Fort Wayne, Ind., and 
Mackinaw City, Mich., auxiliary to that of the Pennsylvania 
Railroad. That case, they said, involved the same basic issue as 
had been determined by the Commission in the instant pro- 
ceeding, adding that the statutory three-judge court had ad- 
vised all parties of its decision to grant a permanent restrain- 
ing order and to set aside the order of the Commission. In 
that proceeding, said the protestants, the court had agreed with 
the arguments advanced in the instant proceeding, and that 
“the court has agreed that the construction of the statute by the 
Commission is wholly in error.” This statement of the pro- 
testants referred to their contentions in connection with its 
recent request for specific findings which they said they were 
asking in order that the courts might be fully advised of 
“the false premises on which the Commission has acted,” in 
granting motor-carrier authority to rail-owned motor sub- 
sidiaries. 

Express Agency Answer 


The Railway Express Agency has filed a reply to the 
petition of the protestants in MC 66562, Sub. 380, for recon- 
sideration, and for rehearing, oral argument, and other relief. 
The Agency said that more than two and one-half years had 
been spent in litigating the questions involved in the applica- 
tion, that there were 420 pages of testimony and 16 exhibits 
in the record, adding that “there is little, if anything, left 
to oo certainly nothing which has not already been cov- 
ered.” 

Much that the protestants had introduced was extraneous 
to the issues in the case, said the Agency, and that much of 
it the Agency was not required to answer, but that it had 
replied in detail so that its position on even the extraneous 
matters was made clear to the Commission. The commission 
would be well warranted in dismissing the protestants’ peti- 
tion, it said. 





N. Y. Lighterage Allowances 


The trustees of the Central of New Jersey have filed a 
complaint with the Commission, No. 29162, Shelton Pitney and 
Walter P. Gardner, Trustees of the Central Railroad Co. of 
New Jersey, vs. Akron, Canton & Youngstown Railroad Co., 
et al., stating that the maintenance of present allowances 
for lighterage and carfloatage service within the New York 
harbor lighterage limits “is a deliberate practice which cannot 
be corrected without prejudice to complainants, unless this 
honorable Commission, by order, prescribes minimum allow- 
ances to be observed by all of the defendants, based upon the 
cost of the lighterage and floatage service involved.” 

The trustees asked the Commission to issue a cease and 
desist order and to make the following findings: 


(a) Find that the said lighterage and carfloatage deduction before 
prorating received by the debtor or your complainants have been, for 
many years past, and now are inadequate, unjust, unreasonable, in- 
equitable, unduly prejudicial to the debtor or to your complainants and 
unduly preferential to the other participating carriers in violation of 
section 1(4) and section 3(4) of the interstate commerce act; 

(b) Find what deductions before prorating are, would have been, 
and will hereafter be, just, reasonable and equitable and non-prejudi- 
cial to the debtor and to your complainants... 


The second finding requested was: 


(a) Find that the practice of the defendants in maintaining said 
deductions before prorating payable to the debtor, or the complainants, 
and the other New York harbor lines, at an amount substantially below 
the cost of the lighterage and carfloatage service performed, has been 
and is an unlawful practice in direct violation of their duty to pro- 
vide reasonable compensation for said services to the parties entitled 
thereto, and that said allowances before prorating have been and are 
unjust, unreasonable, inequitable, unduly prejudicial to your complain- 
ants, and unduly preferential to the other participating carriers, in 
violation of section 1(6) of said act; 

(b) Determine what minimum lighterage and carfloatage deductions 
before prorating will be just, fair and reasonable and necessary for the 
defendants to observe in order to avoid the above unlawful prac- 
i. 


Under the first requested finding, the trustees asked that 
the Commission by its order determine what would hereafter 
be just, reasonable, equitable and otherwise lawful deductions 
before prorating to compensate for the lighterage and floatage 
service out of all joint rates subject to such deductions, ‘and 
also what, for the period subsequent to the filing of this com- 
plaint, would have been the just, reasonable, equitable, non- 
prejudicial and non-preferential deductions from joint rates 
above referred to which have been prescribed by the Commis- 
sion to be received by the complainants, and require adjust- 
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ment and refund to complainants to be made in accordance 
with such order, together with interest on the amounts so 
ordered to be paid.” 

Under the second requested finding, the trustees asked the 
Commission to order the New York harbor lines and the 
other defendants participating in the joint rates under which 
the involved services were performed to conform to and ob- 
serve the minimum deductions before prorating that the Com- 
mission might find necessary to correct the “said unlawful 
practice,” and to conform to the national transportation policy 
declared in the act. 

Studies made at the direction of the trustees, they said, 
indicated that the lighterage service for several years past 
had been costing them on the average in excess of $3.15 a ton 
or over 15% cents a 100 pounds, and that the carfloatage service 
on merchandise traffic received or delivered within the lighter- 
age limits had been costing them on the average in excess of 
$2.70 a ton or 13% cents a 100 pounds, as compared with the 
usual allowance of 88 cents a ton, or 4.4 cents a 100 pounds. 


Concerning the steps taken to correct the situation, the 
trustees said: 


In view of the above situation, your petitioners, about a year ago, 
directed that an effort be made to secure a reasonable and uniform 
increase in the allowance by the voluntary action of the participating 
carriers. Accordingly, conferences were held with the chief traffic offi- 
cials of the lines serving New York, at which it was pointed out by the 
representative of your petitioners that, in view of the loss which each 
of the New York harbor lines was known to be experiencing in the 
handling of this traffic, the allowance should be increased to a com- 
pensatory basis fixed with due regard to the cost to all the terminal 
roads, and that, unless such a uniform increase was agreed to, it would 
be necessary for the petitioners to complain formally to the Commis- 
sion. At a final conference the representative of the New York Central 
announced that that company not only would not agree to any increase 
in the amount of the allowance deductible by your petitioners, but that 
even if the amount deductible by each terminating or originating line 
were increased, that company would decline to accept the increase on 
traffic lightered or carfloated by it. Such a situation would of course 
give the New York Central a competitive advantage in the solicitation 
of New York harbor traffic in connection with defendants not in a 
position to perform harbor service, since such defendants would receive 
a greater division of the freight rate on business routed via New York 
Central than they would receive if the same business were routed via 
a harbor line accepting the increased harbor allowance, and would 
therefore favor the New York Central routing in the solicitation of 
this traffic. 


The trustees said that the practice of the New York har- 
bor lines of acquiescing in the maintenance of a non-com- 
pensatory lighterage and carfloatage allowance would at first 
glance appear to be disadvantageous to all of them, but that 
it was particularly disadvantageous to such harbor lines as 
the debtor that had relatively short hauls on New York harbor 
traffic, and thus had relatively less opportunity to reimburse 
themselves out of their line haul revenue for their losses aris- 
ing from inadequate harbor allowances. The trustees continued: 


_On the other hand, owing to the long average haul of the longer 
trunk line carriers of traffic to and from New York, their line haul 
earnings are sufficient to enable them to absorb the loss on such 
lighterage or carfloatage service as they themselves perform. Moreover, 
a large portion of their traffic both originates and is delivered on their 
respective lines and as to this traffic the separation of the allowance 
from the line haul revenue is of no significance and in fact is not 
made. These circumstances make it competitively advantageous to the 
New York harbor lines having a long average haul on harbor business 
to continue to advocate non-compensatory harbor allowances, thus 
forcing their short haul competitors such as the debtor to handle this 
business at a loss, if at all. 

Defendants participating in the haul of New York harbor business, 
but not themselves performing harbor service thereon, obviously are 
not interested in seeing that New York harbor allowances are com- 
pensatory. 





Rail Reorganization Bill 


“Wall Street’? was depicted as an opponent of passage of 
H. R. 4960, the bill amending section 77 of the federal bank- 
ruptcy act so as to provide for independent judicial review 
of Commission railroad reorganization plan decisions and to 
prescribe a standard for determing capitalization of reorganized 
railroad companies, by Representative Hobbs, of Alabama, 
author of the bill, in extension of remarks in the Congressional 
Record appendix of July 7. The bill has been favorably re- 
ported to the House by the House judiciary committee (see 
Traffic World, June 17, p. 1634). In his remarks on the bill, 
passage of which is sought by railroad stockholders and holders 
of junior railroad securities who have been adversely affected 
by reorganization plan findings, Mr. Hobbs said: 


The battle now being waged by Wall Street against Main Street 
has terrific post-war implications, since it threatens the whole future 
of railroad service of the United States by destroying the confidence of 








TRAFFIC WORLD 





the investing public in railroad securities. But the winning of this 
battle for Main Street cannot be postponed until after the war, be. 
cause the slaughter of the small bona fide investors is now going on, 

Wall Street owns high-priority railroad bonds, bonds secured by 
mortgages. No one questions the absolute necessity of insuring fy]] 
payment of these bonds, both principal and interest. The pending bill, 
H. R. 4960, would not affect such adequate existing insurance. Like 
Portia, however, this bill insists that Wall Street has a right to demanq 
its pound of flesh, but no blood. 

Wall Street is now taking advtange of the ‘‘slaughter of the inno- 
cents’’—Main Street bona fide investors in common stock and junior 
bonds—by buying bonds whose unearned increment is being built up 
by wiping out Main Street’s junior securities. As usual, however, Wal] 
Street is taking no chances. It is speculating on a certainty. There is 
no speculation, and will be none, in those classes of so-called securities 
now held by Main Street. Wall Street knows its game. Its denizens 
are, as usual, profiting by the killing of ‘‘the goose that lays the golden 
eggs.’’ Since Wall Street wrote the rules by which this game is played, 
there is no hope for Main Street without amending those rules. Na- 
tional need of adequate railway service requires the protection of the 
investments of both Wall Street and Main Street in railway securities, 
The cardinal principle of fair play demands equal justice to both. 
Hence this bill. 

The preservation of railway service will require credit of the kind 
extended by both Wall Street and Main Street and the restoration of 
what was supposed to be the true connotation of the word ‘‘securities,” 
Security must mean complete assurance for the high priority mortgage 
bond investors and at least reasonable assurance for the investors in 
common stock and bonds of lower priorities. Otherwise fewer railroads 
will run; and those that run will operate inadequately. Each of these 
deplorable results means fewer jobs for railroad men and lowered 
wages for labor as well as management. 

From 30 to 40 per cent of the railroad mileage in the United States 
is in receivership or reorganization. Yet there is no overcapitalization. 
As required by section 20A of the interstate commerce act, all the 
‘twater’’ has been squeezed out of railroad stocks and junior bonds. Of 
course there never was any ‘‘water’’ in high priority bonds—Wall Street 
has always seen to that. Under section 19A of the interstate commerce 
act, the honest appraised value of the physical properties of all rail- 
roads has been carefully made and is kept current by the Interstate 
Commerce Commission. So, under the law, we know that the stocks 
and all other securities issued by railroads have been approved by the 
Interstate Commerce Commission as fair to the investing public for the 
last 24 years, and, also, we know the fair market value of rights-of- 
way, tracks, yards, depots, rolling stock, supplies, and everything else 
the railroads own, less depreciation and obsolescence. Therefore, there 
should not be much uncertainty in the calculation of the value of either 
railroad paper or physical properties. The only serious question grew 
out of the fact that properly capitalized and equipped railroads vary in 
earning power. So, in 1935, Congress amended the law so as to require 
that in addition to all the accurate and dependable information fur- 
nished by the Interstate Commerce Commission as to the value of rail- 
way paper and equipment, it should, in conjunction with the ascer- 
tainment of these values, go further and consider earning power, past, 
present, and prospective. 

In the reorganization of railroads under this amended statute, how- 
ever, the Interstate Commerce Commission seems to discard two-thirds 
of the formula fixed by the amendment—to wit, present and prospec- 
tive earnings—and to pay little or no attention to the value of railroad 
paper and equipment as fixed by the Commission itself under sections 
20A and 19A of the interstate commerce act. The apparent theory being 
that the war has caused present railroad earnings to be abnormally 
high and that future earnings are unpredictable, so that the actual 
earnings of the depression period is the only criterion left for fixing 
values, no matter what the Commission may have said theretofore. 
This means that the capital structures now being fixed by the Commis- 
sion for reorganized railroads are based almost exclusively upon de- 
pression earnings. These, of course, were as notoriously low as the 
war earnings are notoriously high. Neither is a fair criterion. The law 
required and still requires that— 

The value of any property used in railroad operation shall be de- 
termined on a basis which will give due consideration to the earning 
power of the property, past, present, and prospective, and all other 
relevant facts. 

The purpose of the bankruptcy act particularly of section 77 was to 
relieve debtors of some of their burdens, not of all of their properties. 


MISSOURI PACIFIC REORGANIZATION 


In Finance No. 9918, and Subs. 1 and 2, Missouri Pacific 
Railroad Co. Reorganization, Charles H. Albers, Hiram M. 
Nowlan, and William R. Cubbins have asked the Commission 
for authority to serve as a committee to represent holders of 
Missouri Pacific 5% per cent secured serial gold bonds, to solicit 
authorizations to represent holders of those bonds, to act under 
any such authorizations obtained, and to solicit advances of 
funds for the payment of the committee’s expenses. 


CAR UNLOADING ORDER 


By service order No. 217, the Commission, division 3, has 
ordered the Chicago, St. Paul, Minneapolis & Omaha Railway 
Co. to unload forthwith a car containing flavoring syrup in 
barrels, at Duluth, Minn., saying that the car had been on hand 
for an unreasonable length of time. The carrier is to notify the 
director of the Commission’s Bureau of Service when the car 
has been completely unloaded. 
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Motor Classification Inquiry 


Examiner T. K. Carpenter began hearing at Washington 
July 11 in I. and S. M-2404 and joined suspension cases, at which 
time it appeared that the presentation of testimony would con- 
tinue the rest of the week. W. M. Carney, counsel for the 
O. P. A., said at the outset that, though the Commission had 
denied the O. P. A. request for joining the proceedings with 
MC C-150, “we will possibly again renew our motion, because 
we are convinced this is first an attempt to put in a whole new 
classification.” 

Examiner Carpenter said that he also would act as a repre- 
sentative of the Public Service Commission of Pennsylvania, 
which is interested in the proceedings because substantially the 
same issues are involved in cases now before that commission. 
Vv. M. Parshall, Albany, N. Y., an examiner for the New York 
Public Service Commission, which is also interested in the pro- 
ceedings for the same reason, assisted Mr. Carpenter. 

Appearnces were entered in all six cases for the respondent 
motor carriers by Roland Rice and D. C. Dillon, Washington, 
D. C., counsel for the A. T. A. D. T. Waring, Middle Atlantic 
States Motor Carriers Conference, Washington; F. C. Hefferren, 
Central States Motor Freight Association, Chicago, and V. J. 
Livingstone, Chicago Suburban Motor Carriers Association, 
Washington, also entered appearances for the respondents in all 
cases. The only other appearances entered in all cases were 
those by Mr. Carney and F. D. Binkley for the O. P. A. and 
Office of Economic Stabilization. 

Additional appearances in the individual dockets were: 


I. and S. M-2404: J. E. Haydon, Eastern-Central Motor Carriers 
Association, Akron, O.; A. P. Martin, and F. B. Shaw, both of Cleve- 
land, for General Electric Co., Westinghouse Electric & Manufacturing 
Co., and Sylvania Products Co.; J. H. McCann, for Sylvania Products 
Co., Salem, Mass.; G. B. Margraf, for Corning Glass Works, Washing- 
ton, D. C., and George Nebolsine, for Corning Glass Works, New York, 
a a 

I. and S. M-2405: Lieutenant R. G. Crimm, for the War Depart- 
ment; Lieutenant (j.g.) R. H. Bierma, for the Navy Department; H. R. 
Brashear, for Aeronautical Chamber of Commerce, Washington, D. C.; 
F, E. Ruhr, for North American Aviation, Inc., Englewood, Calif. 

I. and S. M-2406: J. V. Hoey, for Luggage and Leather Goods 
Manufacturers Association, New York; L. F. Mongeon and Barney 
Meltzer, for National Retail Dry Goods Association and Retailers’ Trans- 
portation Committee, New York; John Strickley, for Sears Roebuck & 
Co., and Chain Store Traffic League, Chicago; H. R. Fritz, for Mont- 
gomery Ward & Co., Chicago. 

I. and S. M-2409: John Middleton, for Pioneer Paper Stock Co., 
Chicago; J. F. Dougherty, Kalamazoo Vegetable Parchment Co., Kala- 
mazoo, Mich.; L. O. Kimberly, Jr., and R. L. Murphy, for American 
Cotton Manufacturers Association, Atlanta, Ga.; J. C. White, for Avon- 
dale Mills, Sylacauga, Ala., and H. A. Deane, for Sonoco Proaucts Co., 
Hartsville, S. C. 

Respondents’ Testimony 


Mr. Dillon, of counsel for the respondents, said he wished 
to present their case first by the general testimony of Carl F. 
Jackson, assistant general manager of A. T. A., and agent for 
A. T. A.’s National Motor Freight Classification, and then by 
testimony of others respecting the various individual commodi- 
ties involved. He said that the airplane parts case would be the 
“biggest,” and that the luggage and paper articles cases would 
be next in importance. Mr. Hoey moved that the Commission 
postpone for sixty days the time for entering the testimony of 
a objecting to the proposals on luggage. The motion was 
enied. 

Mr. Jackson testified that he was chairman of the A. T. A. 
national classification committee, which, he said, carried out the 
policies set by the A. T. A.’s national traffic committee. The 
proposals involved at present grew out of a decision by the 
national traffic committee, made at a conference at Chicago last 
October, to increase the ratings on light and bulky articles, in 
order to restore density to its proper place, he said. Generally 
his testimony was that the proposals were necessary in order to 
compensate the carriers for the cost of transporting such light 
and bulky articles; that the method of changing the classifica- 
tion was required under the Commission’s rulings in I. and S. 
M-2177, Classifications in Middle Atlantic Territory, and other 
cases, which ruled out changes in exceptions ratings as a method 
of increasing ratings; that the present adjustment was entirely 
apart from railroad competitive considerations; that the small 
number of ratings involved constituted only.a fraction of one 
per cent of all the more than 10,000 ratings contained in the 
motor freight classification, and therefore the proposals should 
not be considered as a method of obtaining an over-all one or 
two per cent increase in revenues. 


A. T. A. Committee Testimony 


Mr. Waring, also testifying generally for the respondent 
Carriers in I. & S. M-2204 and the cases joined with it, said that 
le Was chairman of an A. T. A. special committee on classifica- 
tion changes and that he had headed that committee for many 
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years. Among his committee duties, he said, had been that of 
preparing a proposal for standardizing both the rail and motor 
freight classifications which he presented at the hearing last 
November in No. 28300 and No. 28310, the rail classification 
and class rates proceedings. He said earlier attempts since 
1936 to establish a national minimum weight on light and bulky 
articles had proved impractical because many of the motor car- 
riers refused to check the weight of such articles in order to 
hold other traffic offered by shippers. For that reason, he said, 
the practice of increasing ratings by exceptions had become a 
regular procedure, adding that in his Middle Atlantic States 
area there were 342 such exceptions. He said that complaints 
by shippers had not resulted from such exceptions. 

On the subject of density, Mr. Waring prefaced criticism 
of rail practices by saying that in the trucking industry most 
of the costs, which he said were variously estimated at from 
75 per cent to 90 per cent, were direct, or out-of-pocket costs, 
and that efficient and economical operation, which he said was 
mandatory under the law, compelled the avoidance of moving 
any transportation unit at an out-of-pocket loss. He continued: 


It is not intended to imply that the classification ratings for the 
motor carrier industry should be different from the ratings for the 
railroads. Density is, or should be, of the same importance to all 
transportation agencies if they are to be operated at a maximum of 
efficiency and economy. In my opinion it is simply a case of improp- 
erly adjusted ratings from the important standpoint of density in the 
railroad classification but because the railroads have always been 
extravagant in the use of space or equipment, and probably always 
will be, they have not seen fit to give proper weight to the density 
of freight in the construction of their classification. One reason that 
it has not been such a serious matter with them is that a much smaller 
part of their total costs of transportation are direct costs. 


On cross-examination, Mr. Carney asked the witness 
whether or not his statements about the present necessity for 
changing the ratings involved had been based on his proposal 
presented at the hearings in No. 28300 and No. 28310. Though 
the witness denied that that proposal was in any way involved 
at present, Mr. Carney insisted that the proposal be included 
by reference in the present case. After counsel for the respon- 
dent carriers refused to stipulate for that inclusion, Mr. Carney 
moved that all the 105 pages of testimony by Mr. Waring in 
the rail cases be brought into instant proceedings as a basis for 
questioning Mr. Waring. At that point Examiner Carpenter 
called a recess of thirty minutes, and at the end of that time 
returned to the hearing room with two volumes which, he said, 
contained the testimony referred to by Mr. Carney. He said he 
would allow Mr. Carney’s motion. After a motion by Mr. Car- 
ney that the testimony be made a part of the record in the in- 
stant proceeding, Examiner Carpenter refused to allow this, 
saying that he wanted a complete record “here.” He said that, 
if Mr. Carney desired to have copies of the testimony made and 
offered as an exhibit, that would be accepted, but that Mr. 
Carney would have to agree to furnish sufficient copies for all 
parties. 


Mr. Carney, in the process of cross-examination of Mr. 
Waring, asked if it was possible to obtain the true cost of han- 
dling any of the items involved in these proceedings, and Mr. 
Waring replied that it was not. In reply to further questions, 
Mr. Waring said that in Middle Atlantic States territory the 
exceptions ratings he had mentioned were high enough to pro- 
vide adequate revenue. His reference to the ratings as “‘inflated”’ 
brought some laughter. He said that, if the ratings involved in 
the instant proceedings were allowed to go into effect, they 
would not be any higher than the exceptions ratings maintained 
by Middle Atlantic carriers. 


Cross-Examination of Jackson 


Mr. Carney cross-examined Mr. Jackson at length as to 
whether or not the witness considered the proposals to be a 
method for increasing revenues. Mr. Jackson insisted that the 
proposals constituted ‘fa move to avoid direct out-of-pocket 
losses” and only incidentally might increase revenues. Though 
he agreed to answer ‘“‘yes” to the question concerning the reve- 
nue increase aspect, he pointed out that the effect of the pro- 
posals, if they became effective, would probably be in some 
cases to drive traffic away from the motor carrier industry. In 
such cases, he said, he did not know for certainty whether or 
not loss of that traffic would result in increased net revenues of 
the motor carriers affected. He admitted he had long advocated 
uniform rail-truck classifications, but qualified that. admission 
by saying that for the present the truckers should establish 
much higher ratings on light and bulky, and some other, articles 
than the corresponding rail ratings, because the rail ratings 
were not properly compensatory. He denied Mr. Carney’s alle- 
gations that the proposed increases might restrict shippers’ 
distribution areas because of the shippers’ inability to pay 
higher resultant rates. He said that, though the truckers’ rat- 
ings would in some cases be four times higher than rail ratings, 
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under the proposals the truckers would, in many cases, retain 
the traffic involved because their higher revenue would enable 
the truckers to provide more dependable and desirable srvice. 
Representatives for a number of protesting shippers sought to 
show by cross-examination that the national classification com- 
mittee, in its docket hearings that preceded the classification 
changes, had not given consideration to many changes later pro- 
posed by it and at present involved in the suspension proceed- 
ings. Mr. Mungeon asked the witness to estimate how many 
similar changes the committee might seek to make later on other 
articles of a light and bulky nature. Mr. Jackson said he did 
not understand that a precise determination had ever been 
established as to what were included by the term “light and 
bulky articles,” but would guess that not more than 5 per cent 
of all ratings came under that description. 


Shipper Testimony 


Testimony by representatives of protesting shippers in 
I. & S. Nos. M-2409 and M-2406 was presented before the 
respondent carriers presented their testimony in those cases, for 
— that the shipper witnesses desired to leave the city 
early. 

In M-2409, Mr. Dougherty and Mr. Middleton testified that 
carrier proposals to change the rating on paper excelsior, tubes 
and cores, from 60 per cent of first class, regardless of density, 
to one and a half times first class where the paper articles 
loaded less than 8 pounds a cubic foot, to first class where the 
loading was between 8 and 12 pounds a cubic foot, and to 70 
per cent of first class where the loading was between 12 and 
15 pounds a cubic foot, were unreasonable and would result in 
the loss of that traffic by the truckers. Mr. Dougherty said, 
however, that he was not opposed to the proposal so far as it 
applied to articles weighing less than 8 pounds a cubic foot. He 
said that many truckers serving Kalamazoo depended in large 
part on revenues from shipments of paper articles such as the 
light articles presently involved, and that those truckers were 
opposed to the proposals, which he said were originated by 
truckers in other territories who did not often haul those 
articles. 


In M-2406, Mr. Fritz and Mr. Stricker testified that any 
increase in the ratings on luggage would be unreasonable, 
especially in the war period. The proposals would provide that 
the rating on trunks and traveling bags be increased from first 
class to twice first class, and that the rating on brief cases, 
now first class, be made one and a half times first class. Mr. 
Stricker said he doubted that his company could absorb the in- 
crease in transportation costs, which he said would amount to 
about 2 per cent of the cost of the luggage. He said that the 
proposals could not be justified on the score of high values of 
the luggage, adding that the luggage was worth from 40 cents 
to $1.25 a pound and that his company seldom had had to file 
claims for loss or damage on shipments of luggage. He said 
the luggage usually was shipped in mixed shipments that in- 
cluded hardware and other heavy-loading commodities. If the 
proposals become effective, shipments of luggage might in the 
future move by rail, he said. 


The first two witnesses for the carriers—E. J. Thomas, 
Pennsylvania Truck Lines, Columbus, O., and T. C. Di Martino, 
B. & D. Motor Lines, Paterson, N. J.—testified about the load- 
ing characteristics of and revenues on airplane parts involved 
in I. & S. M-2405. Mr. Thomas said that on two typical ship- 
ments of airplane doors transported by his company, revenues 
amounted to 11% cents a truck mile at the present rating of 
one and a half times first class, and that the truck-mile revenue 
would have been 15 cents under the proposal for a rating of 
double first class. He said his company considered a rating of 
four times first class reasonable. Mr. Di Martino testified that 
airplane fuel or oil cells could be handled only 24 to a 24-foot 
trailer; that the 24 cells weighed only about 5550 pounds, or 
4.7 pounds a cubic foot, and that the time required to load and 
unload the cells amounted on the average to 5 hours a truck- 
load. 


Cc. L. Lawson Testifies 


Charles L. Lawson, chairman, standing rate committee, 
Central States Motor Freight Bureau, Chicago, testified re- 
specting the history in his territory of rates and ratings on the 
articles involved in all six cases. He discussed in detail action 
taken by the bureau on exceptions ratings, rules, and other 
matters. He said that very few exceptions ratings applied in 
his territory on light and bulky articles of all kinds. He said 
he believed that most present ratings in the national motor 
freight classification were far too low, judging from informa- 
tion received by the committee over a period of years. 

On cross-examination, he admitted to Mr. Carney that 
there a number of embargoes had been placed by truckers in 
recent months. He said those embargoes presumably had been 
placed because of a shortage of equipment. He further admitted 
that if the proposals became effective a substantial volume of 









TRAFFIC WORL) § July 
the articles would be diverted to rail movement. He replied jp I by Re 
the affirmative to Mr. Carney’s suggestion that, if the traffic  Inc.; 
which the witness admitted was “undesirable,” went to the f) Manu 


railroads, the truckers would then be able to place additionaj 
trucks in service hauling “more attractive traffic.” 

J. E. Haydon testified similarly for the Eastern-Centra] 
area motor carriers. Both Mr. Haydon and Mr. Lawson pointed 


out that their bureaus had until about two years ago had tariffs oe 
in effect protecting their members in the carriage of light and fyrth 
bulky articles, the tariffs providing that, where the density of f ties 
articles of all kinds reached a certain minimum, charges based ff Maco 
on first class applied. The Commission suspended the tariffs, they f July 
said. Mr. Haydon testified at length about carriers’ costs and J Hube 
revenue needs. He took the position that carriers should obtain partn 
at least rates based on 50 per cent of first class on full 20,000. ff move 
pound truckload shipments, rates based on first class on ship. ot 1 
ments of 10,000 pounds, and rates double first class where the P 
articles of about 5 pounds a cubic foot were shipped. The same ment 
statement was made by G. E. Hillard, traffic manager, Shirks ( 
Motor Express Corporation, Lancaster, Pa., whose company is the 
a member of the Eastern-Central bureau. Mr. Haydon and Mr. the c 
Hillard admitted they had no cost figures to introduce in sup- § court 
port of that position. stay 
National Classification Committee J 
W. L. Yingling, a member of the three-man A. T. A. na- — 
tional classification committee, testified concerning the trans- owne 
portation characteristics of shipments of airplane doors, fuel J r 
cells and landing gears, involved in I. & S. M-2405. As to air- 
plane doors, he said he had made a field trip in which he learned ff —, 
that practically all airplane doors had a density, in shipping be D 
containers, of less than 10 pounds a cubic foot. He said that a Ff Mc 
proper, compensatory rating would be three times first class, § po oll 
though the suspended rating called only for double first class, me 
He admitted that some airplane doors with a density of about - 
16 to 18 pounds were manufactured, but said he believed such : rv 
doors did not commonly move via truck. He testified that a = ay 
large proportion of the airplane door shipments had a density § o,4 
of from 2 to 4 pounds. roe 
Discussing aircraft fuel cells, Mr. Yingling said the cells willi 
were irregularly shaped tanks for fuel, composed of rubber or issue 
cotton, placed within airplane wings. He said the density of the J that 
cells varied from 3.6 to 4.4 pounds, and the values averaged J oy ¢ 
about $1.35. He said the present less-truckload first-class rating 
was not compensatory, and that the proposed rating of three § 
times first class was commensurable with the low density, high vii 
value, and susceptibility to damage. He admitted that some '@ 
tanks were collapsible and had a density of about 18 to 20 said 
pounds, but said such collapsible tanks would not take the § 7% 
higher rate. eee 
His testimony as to airplane landing gears brought out that 
the classification committee’s proposal was not based on the 
density or bulkiness of the gears, and that the objections of the 
army, navy, and aircraft manufacturers could be met by a Mi 
change in the wording of the proposal. He asked that the Com- 
mission give consideration not to the suspended proposal—cov- Trai 
ering “landing gears or landing gear legs (Oleo struts) re- A have 
tractable’’—but to his present suggested proposal “landing j dist: 
gears, retractable, or landing gear legs, hydraulic (Oleo struts).” orde 
The existing rating is on “landing gears, retractable.’’ Counsel Co 
for those opposed to the suspended proposal said the suggested Tre 
proposal would meet their objections. a 
Lieutenant J. G. Streling, Bureau of Ships, U. S. Navy, ing 
testified in opposition to the change on fuel tank ratings, saying and 
that fuel tanks were used on naval surface vessels and would § fing 
be covered by the proposed ratings, though such tanks weighed app 
as much as 12 pounds a cubic foot and were not bulky. Mr. G tor, 
Yingling, resuming the witness stand, said that under the sus- § por 
pended proposal naval vessel fuel cells would be rated as “rub- [ cory 
ber goods, n. o. i.” subject to a first-class rating. ven 
“But now that we know they are moving, we won’t let them § cor 
move at a lower rating than similar cells used by aircraft manu- F inte 
facturers,” he said. por 
He added that the classification committee would investi- § cert 
gate that matter and probably propose a higher rating on naval Fitse 
vessel cells. Wo 
F. C. Hickey, general traffic manager, Airplane Division, 
Curtis-Wright Corporation, Buffalo, N. Y., discussed the size Of B jis) 
airplane doors, seeking to substantiate shipper contentions that B tin 
the doors were greater in density and less bulky than as de- f yep 
scribed by Mr. Yingling. He said he had never had to file 2 B tha 
claim on airplane doors. Captain C. S. Baxter, U. S. Army Ail Bang 
Force, Washington, testified regarding the density and size of eng 
airplane doors and fuel cells. He said that the values ascribed nye 
to those articles by Mr. Yingling were based on present in- Bg ¢ 
flated wartime prices and that after the war the values would the 


be substantially reduced. 
An additional appearance in I. and S. M-2406 was entered 
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by Robert De Kroyft, Newark, N. J., for Tung-Sol Lamp Works, 


Inc.; Save Electric Corporation, and the Incandescent Lamp 
Manufacturers Association. 





T. P. & W. Injunction Suit 


Legal proceedings, initiated by the owners of the Toledo, 
Peoria & Western Railroad to restrain the government from 
further possession and management of their railroad proper- 
ties, have been transferred from the state circuit court at 
Macomb, Ill., where they were instituted (see Traffic World, 
July 1, p. 25), to the federal district court at Springfield, Ill. 
Hubert Margolies and Clair Rodewig, appearing for the De- 
partment of Justice at the hearing in the state court July 10, 
moved for the removal to the federal court. The court did 
not rule on the motion, but set the date for the hearing on 
the petition of the owners for July 17. In view of later develop- 
ments, that hearing will not be held. 

On July 10, the Department of Justice filed a petition in 
the federal court at Springfield for an injunction to restrain 
the owners from proceeding with their cause before the state 
court. Federal Judge J. Leroy Adair granted a temporary 
stay and held a hearing on the petition on July 12. 

At that hearing, Judge Adair took jurisdiction over the 
matter, on the grounds that federal matters were involved, 
and denied a motion by Clarence W. Heil, attorney for the 
owners, to remand the case to the state court. 

The owners’ application for injunction, cited as proposed 


§ expenditures of the government on the railroad, characterized 
e learned F “pure waste and folly, 


) McDonough County, Ill. It was pointed out to the court that 


a track construction project in 


one of the chief objects of the sought injunction was to re- 
strain the government from progressing that project. Mr. Heil 
pointed out that it was the reason why proceedings were begun 
at Macomb, which is in McDonough County. Judge Adair 
insisted that work on that project be halted until hearing on 
the owner’s petition. Government attorneys objected strenu- 
ously, but the judge said he would set the hearing for July 17, 
and that, unless the government managers of the railroad were 
willing to postpone the work until after that hearing, he would 
issue an order requiring them to do so. It was then agreed 
that the work would stop until after a ruling had been made 
on the injunction. 

Mr. Heil made the point that the position of the owners 
was that the government managers were trespassing on their 
railroad property. They had paid no compensation to the 
owners for their use of and occupancy of the property, he 
said, and the matter thus resolved itself into a constitutional 
question of depriving the owners of their property without due 
process of law. 


- ‘ 


McCarthy Steamship Rights 


The Detroit & Cleveland Navigation Co., Great Lakes 
Transit Corporation, and Nicholson Universal Steamship Co. 





jhave filed suit in the federal court for the eastern Michigan 


district, southern division, asking the court to set aside the 
order of the Commission in W-592, T. J. McCarthy Steamship 
Co. Common Carrier Application, embracing W-729, Automotive 
Trades Steamship Co. Common Carrier Application. In that 
proceeding, the Commission, with Commissioner Miller dissent- 
ing in part, and joined in his expression by Chairman Patterson 
and Commissioners Mahaffie and Rogers, reversed in part its 
findings in the prior report, 250 I. C. C. 550. It found the 
applicants not to have been in bona fide operation on the statu- 
tory date as common or contract carriers performing trans- 
portation subject to the provisions of part III of the interstate 


common carriers of motor vehicles by self-propelled vessels in 
Interstate or foreign commerce between Detroit and Lake Erie 
ports, and between Detroit and Lake Superior ports. The 
certificate was issued to T. J. McCarthy Steamship Co. for 
itself, and as managing agent of Automotive Trades (see Traffic 
World, March 25, p. 806). 


.. The complainants said that the record indubitably estab- 
lished that the defendant steamship lines had never at any 
me in the past engaged in the transportation of automotive 
vehicles between Detroit and Lake Superior ports. They said 
that the finding of the Commission that public convenience 
}and necessity required certification of the defendant lines to 
engage in the transportation of automobiles in the future was 
predicated on, among other things, the utilization by the Detroit 
1& Cleveland of vessels owned by the defendants as establishing 
the past need for those particular vessels, and that if those par- 
Ucular vessels had not been so utilized by Detroit & Cleveland, 








Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


" (Digests taken from Reporters and Digests of National pogerter System, 


published by West Publishing Company, St. Paul, 


inn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of North Carolina.) Exceptive assignments 
of error which are not brought forward and discussed in ap- 
pellants’ brief are abandoned. Rules of Supreme Court, rule 28. 

Proof that defendants, in action to recover damages for 
nondelivery of merchandise accepted for shipment, were en- 
gaged in hauling and transferring merchandise from place 
to place in state under license from the state made them “‘com- 
mon carriers.” 

Error, if any, in admission of evidence in which plaintiff 
stated that one of defendants told him that they carried in- 
surance was rendered harmless by later admission of same 
testimony without objection. 

A carrier is an insurer against loss of goods received for 
shipment, and it is liable for loss of property in its possession 
not due to the act of God, fault of shipper or inherent nature 
or quality of the goods. 

A carrier is bound to safely deliver merchandise accepted 
for transportation, and in case of loss shipper need only prove 
delivery to and nondelivery by carrier. 

In absence of proof tending to bring case within one of the 
exceptions, nondelivery by carrier affords a presumption of 
negligence. 

Where defendants were both receiving and delivering car- 
riers, proof that property was received by defendants and had 
never been delivered under contract of carriage entitled plain- 
tiff to a verdict, unless there was proof that failure to deliver 
was occasioned by some cause excepting a carrier from abso- 
lute liability. 

In action for damages for nondelivery of merchandise ac- 
cepted for shipment, where defendants offered no evidence and 
record failed to disclose any testimony tending to show that 
loss was due to any cause which would excuse nondelivery 
and free defendants from their liability as common carriers, 
a peremptory instruction was proper. 

Evidence tended to show that articles listed in name of 
plaintiff’s children were property of plaintiff, so as to entitle 
him to recover from carrier for loss thereof. 


In action for damages for nondelivery of merchandise ac- 
cepted for shipment, evidence that defendants tendered plain- 
tiff $1,000, the alleged amount of insurance coverage, in settle- 
ment of the claim, was properly excluded on ground that un- 
accepted offers of compromise are incompetent. 


In action for damages for nondelivery of merchandise ac- 
cepted for shipment, evidence that defendants tendered plain- 
tiff $1,000, the alleged amount of insurance coverage, in set- 
tlement of the claim, was in nature of acknowledgment of non- 
delivery, and its exclusion was not prejudicial to defendants. 
(Merchant vs. Lassiter, 30 S. E. Rep. 2d 217.) 


and no other vessels had been used in lieu thereof, there might 
have been a past shortage of transportation facilities. 


The record did not supply factual data to enable the 
Commission to conclude that there was a past need for the 
service proposed by the defendants, said the complainants, and 
that the Commission made no such finding, adding that “it 
merely finds that there was need for those particular boats in 
the Detroit & Cleveland Navigation Co. service in the past. 
The act does not authorize the Commission to certify boats 
or vessels; the Commission can certify a proposed service only 
if there is present or future need for such proposed service.” 

The action of the Commission in granting permanent oper- 
ating authority had resulted from arbitrarily failing to review 
all of the evidence of record, and transcending the legitimate 
bounds of the statutory authority conferred on it, the com- 
plainants said. They pointed out that, in the prior report, 
“osrandfather” rights, and rights under the convenience and 
necessity clause of the act had been denied “consistent with 
the well-established doctrines that were enunciated by the Com- 
mission and affirmed by the courts (United States et al. vs. 
Rosenblum Truck Lines, Inc., 315 U. S. 50) that ‘grandfather’ 
operating rights would be granted only to a carrier exercising 
complete control and dominion over the operating vessels to 
the exclusion of the non-operating owner... .” 

The suit was docketed as civil No. 4259, Detroit & Cleve- 
land Navigation Co., Great Lakes Transit Corporation, and 
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Nicholson Universal Steamship Co., vs. United States of Amer- 
ica, Interstate Commerce Commission, T. J. McCarthy Steam- 
ship Co., and Automotive Trades Steamship Co. 


Pullman Separation 


The board of directors of Pullman Incorporated, in a letter 
to stockholders July 8, said that “after careful consideration of 
the legal and economic factors raised by the decree entered 
on May 8 by the U. S. district court at Philadelphia,” it had 
decided not to appeal the case to the Supreme Court (see 
Traffic World, May 13, p. 1307). The interests of the stock- 
holders, would best be served by not taking an appeal, despite 
the fact that such an appeal “might appear to be the logical 
course,” said the letter, signed by D. A. Crawford, president. 
To do so, it added, might “put in grave jeopardy” the corpora- 
tion’s “freedom of choice,” because the Supreme Court “might 
prefer to adopt the view of the dissenting judge in the dis- 
trict court, who was of opinion that no such freedom of choice 
should be permitted.” It also said that an appeal would result 
in “a prolonged period of legal uncertainty.” 

Continuing, the letter said: 


It should be recalled here that the district court refused to accede 
to the demand of the Department of Justice that Pullman Incorporated 
be denied freedom of choice and the exercise of its business judgment 
in effecting the separation, ordered by the decree, of the two major 
lines of business conducted by the Pullman group of companies. This 
court recognized that Pullman Incorporated should have the right to 
elect whether it would dispose of its manufacturing business or its 
sleeping car business, and in its decree directed that Pullman Incor- 
porated should have 90 days after the effective date of the decree in 
which to file with the court its election as to the business to be dis- 
posed of and also to submit at the same time a plan to effectuate such 
separation. : 

Stockholders will readily understand the difficulties which would 
be faced in seeking to protect their investments if the management 
were to be restricted in the manner desired by the government and 
deprived of flexibility and choice of action in conducting negotiations 
for disposition of the property and other assets of one or the other of 
the going busine8ses now conducted by the subsidiaries of this cor- 
poration. . 

Your board of directors were obliged to recognize that if an appeal 
were taken the freedom of choice permitted by the decree would be 
put in grave jeopardy because the Supreme Court might prefer to 
adopt the view of the dissenting judge in the district court who was 
of opinion that no such freedom of choice should be permitted. To 
safeguard this essential freedom your directors believe that the de- 
cision not to appeal is for this reason in the best interests of the 
corporation, its stockholders and its employes. Moreover the taking of 
an appeal would necessarily have prolonged a period of legal uncer- 
tainty and would have left the railroad users of sleeping-car service 
and the railroad buyers who have been accustomed to look to Pullman- 
Standard for supplies of both freight and passenger equipment, ham- 
pered in their dealings with the Pullman group of companies, both in 
the immediate future and and in the long-range planning of the rail- 
roads for the improved railway services which they intend to give to 
America. 

Your board of directors are conscious that the uncertainties which 
confront all other parties at interest in this forced disintegration of the 
Pullman organization are also of real concern to thousands of employes. 
Although it is unthinkable that employes of long training and special- 
ized experience will not find continuation of their employment under 
any plan of separation, we feel that prolonged delay, as the result of 
appeal litigation, in clearing their- future employment status might 
prove to be a deterrent to all-out effort in the important wartime 
activities in which they are now engaged. 

For these reasons and others of importance in connection with plans 
for the future of the Pullman group of companies, your board of Di- 
rectors believe that the decision not to appeal this case is in the best 
interest of the companies, their stockholders and employes. 

Stockholders will appreciate the inadvisability of our attempting at 
this time to make specific statements about a separation plan until 
such plan is worked out and submitted to the district court. The effec- 
tive date of the district court decree is July 7, 1944. Pullman Incor- 
porated has 90 days from that date to file its election and submit to 
the court for hearings and approval a plan to effectuate such separa- 
tion. With such approval, your company will then have a further 
period of one year in which to put the plan into effect. 





WILLETT CO. MOTOR CERTIFICATE 


The federal court for the southern Indiana district, In- 
dianapolis division, has entered a decree in civil No. 781, Harry 
A. Parker, dba Parker Motor Freight, et al. vs. United States 
of America, et al., permanently enjoining the enforcement of 
the Commission’s order in MC 2815, Sub. 6, Willett Co. of 
Indiana, Ind., Extension. In that proceeding, the Commission 
granted athe Willett Co. authority to transport general com- 
modities between Fort Wayne, Ind., and Mackinaw City, Mich., 
over 7 connecting routes between specified termini, serving 
intermediate and off-route points that were stations on the 
rail lines of the Pennsylvania Railroad: The service was to be 
limited to that auxiliary to, or supplemental of, rail service of 
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the Pennsylvania, and the applicant was not to serve any point 
not a station on the rail line of the railroad, among other 
conditions (see Traffic World, Oct. 16, p. 908). 

In the special findings of fact accompanying the decree 
the three-judge court said that the proposed operations woulj 
be competitive with existing motor carrier service and that the 
railroad had refused to make use of any of the existing lines 
The applicant’s proof concerned an alleged improvement jp 
railroad service, the court said, and that no proof had beep 
offered by the applicant that present highway common moto 
carrier transportation service by carriers serving the point; 
proposed to be served by the applicant had been or wouk 
be inadequate to serve the public need. It said that proo 
had been presented before the Commission by the protestan; 
motor carriers concerning the adequacy of existing motor car. 
rier service and that there had been no substantial evidence 
to prove public convenience. 


MOTOR ACT PROSECUTIONS 


New Jersey District, at Trenton. Ben Friedman, of Lake. 
wood, N. J., was fined $3,500, June 24, following his plea of 
guilty to an information charging him with operating as 4 
common carrier of passengers by motor vehicle for compensa- 
tion without there having been issued to him by the Comnis. 
sion a certificate authorizing the particular operations that 
were performed and with failing to have in his files doctors’ 
certificates of physical fitness of new drivers. He was required 
to pay $200 of the fine, and payment of the remainder was 
suspended for a probationary period of two years, conditioned 
that he comply with the interstate commerce act and with 
the Commission’s rules and regulations and give to the Com- 
mission representatives full and complete access to his motor 
carrier books and records. 


SOUTHERN RY. SUBSIDIARIES MOVE 


The operating headquarters of the Blue Ridge Railway 
Company, the Carolina & Northwestern Railway Company; 
the Danville & Western Railway Company; the High Point, 
Randleman, Asheboro & Southern Railroad Company; the 
Yadkin Railroad Company; and the Chattanooga Traction Com- 
pany, all subsidiaries of Southern Railway System companies, 
will be transferred from Washington, D. C., to Charlotte, N. C,, 
on July 15. 

_ M. Hurt Ramsey, Vice President and J. D. Sutphen, En- 
gineer of Maintenance of Way, and their office personnel are 
being moved to Charlotte in order to be nearer the lines 
involved, it was announced. 

These railroads were operated from headquarters at At- 
lanta, Ga., for many years prior to World War I. Their 
headquarters were moved to Washington when Federal contro! 
of the railroads terminated in 1920. 

Mr. Ramsey and Mr. Sutphen, in addition to responsibility 
for the railroads mentioned, have supervisory jurisdiction over 
the operations of the Birmingham Terminal Company at Bir- 
mingham, Ala.; the Meridian Union Station at Meridian, Miss.; 
the Gulf Terminal Company at Mobile, Ala.; the Chattanooga 
Station Company at Chattanooga, Tenn.; the Durham Union 
Station at Durham, N. C.; the Columbia Union Station at 
Columbia, S. C.; the North Charleston Terminal Company at 
Charleston, S. C.; and the Winston-Salem Station Company 
at Winston-Salem, N. C. 
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LIGHTWEIGHT FREIGHT CARS FOR M. P. 


Announcing that it has placed an order with the America 
Car & Foundry Co. for 25 aluminum alloy hopper cars, the 
Missouri Pacific said that this was the first lot of lightweigh’ 
metal freight cars to be purchased by any railroad for regula’ 
revenue service. It said that the purchase had been authorize( 
July 7 by an order of the federal district court at St. Louls 
Mo., but that the transaction also required approval of th 
War Production Board. 


“The new cars will carry a load of 76% tons without im 
posing any more weight on the axles and without requirin; 
any more locomotive effort than would an all-steel car carry: 
ing a load of only 70 tons,” the Missouri Pacific said. “I 
addition to making possible the handling of a heavier ‘pa! 
load’. with the same power it is said that the non-corrosivé 
qualities of aluminum will require less renewals and repalr' 
and will therefore reduce maintenance costs. 


“Aluminum alloy will be used for the entire body of these 
cars, except center sill and bolster, which will be stee!. The 
new cars will each have an empty weight of about 37,100 
pounds, as against an average of 50,100 pounds for conventiona 
all-steel 70-ton hopper cars.” 
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Y Don't fastman Memorial Ceremony 

The Commission, in an impressive ceremony July 11, in 
nonor of the memory of the late Joseph B. Eastman, member 
of the Commission and director of the Office of Defense Trans- 
portation at the time of his death, received and made a part of 
its permanent records resolutions offered on behalf of the Asso- 
ciation of Interstate Commerce Commission Practitioners, and 
caused to be unveiled the portrait of Mr. Eastman that will be 
placed with the other portraits of former commissioners outside 
the hearing room in which the ceremony was held. Miss Eliza- 
peth Eastman, Mr. Eastman’s sister, was in attendance, accom- 
panied by a group of friends. 

Warren H. Wagner, president of the practitioners’ associa- 
tion, asked Edward H. DeGroot, Jr., chairman of the associa- 
tion’s committee on memorials, to present the resolutions. Mr. 
DeGroot, after a review of Mr. Eastman’s services in public life, 
offered the resolutions, which were as follows: 
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Be it resolved, That we, the members of the Association of Inter- 
state Commerce Commission Practitioners, hereby express our profound 
sorrow and deep regret at the untimely death of this great public serv- 
ant, our friend, the Honorable Joseph Bartlett Eastman; that we ac- 
knowledge our debt to him for his unfailing patience, fairness and 
helpfulness Over many years; and that we give grateful recognition to 
the inspirational value of his sterling character upon all who came 
into contact with him; and 

Be it further resolved, That these resolutions be presented to the 
Interstate Commerce Commission with the prayer that they be em- 
bodied in its permanent records. 
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D. W. Knowlton, chief counsel of the Commission, supported 
Mr. DeGroot’s motion that the resolutions be embodied in the 
permanent records of the Commission. Mr. Knowlton said the 
themes he had chosen for his remarks were Mr. Eastman’s 
human qualities and the charm he had for all with whom he 
came in contact. 


“The qualities in Mr. Eastman which perhaps mean most 
to us all were the same human qualities with which he was 
blessed,” said Mr. Knowlton. ‘‘While there was enough of stern- 
ness, of iron, in his make-up to give ample assurance of the 
accomplishment of his high aims, all was tempered by the 
friendliness of his personality and his warm interest in all with 
whom he worked or came in contact. On his death Joseph East- 
man was acclaimed one of the outstanding public servants of all 
time and these human qualities, it seems certain, accounted in 
no small measure for the great success which crowned his 
efforts; and there is no doubt at all of the part they play in 
ensuring for him the place he holds in our memories.” 


Responding to Mr. DeGroot, Chairman Patterson said that, 
had the members of the Commission followed their personal 
inclinations, they would have stopped further deliberations on 
hearing of the death of Mr. Eastman, but that they knew that 
“in the midst of the trying times that confront us, he would not 
have it that way.” 

He read the resolutions adopted by the Commission on 
March 15, and those adopted by the House committee on inter- 
state and foreign commerce, March 31. In addition, the chair- 
man read from a letter of July 7, written by Senator Reed, of 
Kansas, as follows: 
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Not in my experience has so much been said about the passing of a 
man who achieved his recognition entirely from a career in the public 
civilian service, with no political tinge attached. That was the finest 
reward that a man of Eastman’s type could ask. What I say here would 
be redundant, but nevertheless I want to say some things. 

My acquaintance with Joe Eastman ran over a period of almost a 
quarter of a century. Our friendship ran concurrent with our acquaint- 
ance. Through all those years, I always admired and trusted him. On 
the few occasions when our views on matters of public policy differed, 
he was more likely to be right than I. 
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Mr. Patterson also read the comments of Senator Wheeler, 
of Montana, on the occasion of the dinner offered Mr. Eastman 
to celebrate the completion of his twenty-fifth year as a mem- 
ber of the Commission. These tributes, coming from those who 
had been in close contact with Mr. Eastman over many years, 
expressed the sentiments of those who had worked with him, 
Said the chairman. He said that Mr. Eastman’s geniality, his 
Kindliness towards others regardless of whether or not they 
agreed with his view, and his ability to explain the most com- 
plicated cases simply and clearly, had been a source of inspira- 
tion to the members of the Commission, adding that Mr. East- 
man’s abilities had been recognized by five successive presidents. 

After directing Secretary Bartel to unveil the portrait of 
Mr. Eastman, the chairman said that “we return to our duties 
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y of these spired by the example of Commissioner Eastman, and re- 
tee]. The Solved to the best of our abilities to live up to the example set 
ut 37,100R for us by him.” 
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Eastman Bust for Commission 


Charles E. Bell, chairman, and H. D. Driscoll, Wilbur La- 


Roe, Jr., and C, A. Miller, forming a special committee of the 
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practitioners’ association to collect a fund for the purpose of 
having a bust of Mr. Eastman made, to be placed in the rotunda 
outside the main hearing rooms of the Commission, have sent 


the following letter to the associates, friends, and admirers of 
Mr. Eastman: 


Time will never efface from the minds of his associates, friends 
and admirers, the memory of the late Joseph B. Eastman, all of whom 
were shocked and saddened by his untimely death on March 15, 1944, 
coming only a few days after the homage and tribute paid him on the 
twenty-fifth anniversary of his outstanding public service as a member 
of the Interstate Commerce Commission. However, the members of the 
executive committee of the association of Interstate Commerce Com- 
mission Practitioners believe they voice the general sentiment of all 
that there should be an enduring memorial to Mr. Eastman and his 
invaluable life-long contribution to the transportation problems of the 
nation. 

The members of the executive committee have, therefore, voted to 
collect a fund from the members of the association and other friends 
and admirers of Mr. Eastman who may desire to contribute, for the 
purpose of having a bust made of him to be placed in the rotunda out- 
side the argument room at the Commission, across from the bust of 
Judge Cooley which was presented to the Commission by the associa- 
tion. Accordingly, the undersigned special committee has been selected 
to bring this objective into fruition. 

Having in mind that there are many friends and admirers of Mr. 
Eastman who are not members of the association but who would like 
the opportunity to contribute to the fund for this memorial, this letter 
is being sent to them as well as to the members. 

While it is the purpose of the special committee to spare no expense 
necessary to engage the best talent obtainable to make a bust of which 
the donors will be proud, and which will reflect credit both on them 
and Mr. Eastman’s memory, all contributions to the fund will be volun- 
tary and each contributor is free to decide for himself the amount he 
will contribute. Therefore, we feel confident you will want to make a 
contribution. 

We contemplate presenting to the Commission a list of the names 
of the contributors at the time the bust is presented to the Commission. 


Holiday Travel Statements 


The Office of Defense Transportation issued a statement for 
publication July 10 in which it said a serious overburdening of 
the nation’s passenger transportation system was averted over 
the long Fourth of July holiday “only through the cooperation 
of the public,” while “Labor,” published by the railroad brother- 
hoods and unions, said holiday demands on the railroads and 
yee forms of transportation came close to being “the last 
straw.” 


In its statement the O. D. T. said: 


Responding to O. D. T. ‘‘Don’t Travel’’ appeals, enough prospective 
travelers canceled their holiday trips so that trains and inter-city buses 
were able to handle an all-time record-breaking pasenger load without 
serious disruption to essential transportation, nation-wide reports re- 
ceived by O. D. T. indicate. 

There was ‘‘Standing Room Only’”’ on practically every train and bus 
during the long holiday and groups of 50 to 100 passenger were unable 
to board trains at numerous points throughout the country. The num- 
ber of passengers evicted to make room for casualties was very small 
as the railroads had advance notice of casualty movements and were 
able to provide the necessary room through cancellation or withdrawal 
of space from sale prior to the departure of most trains. 

Col. J. Monroe Johnson, O. D. T. director, stated that without the 
cooperation of the public the holiday situation would have been com- 
pletely out of hand even though the railroads and busses are doing a 
heroic job in handling all-time travel peaks with a minimum of equip- 
ment and manpower. 

‘“*The public response to our ‘Don’t Travel’ appeals was very gratify- 
ing and supports my belief that travel rationing can be avoided if we 
can get more public cooperation,’’ Colonel Johnson said. 

‘‘The problem is increasing. It might well be said that for the rest 
of the year every day wil be the ‘Fourth of July’ on the railroads and 
busses. Essential passenger traffic directly connected with the war as 
well as civilian traffic is increasing. The peak is not yet in sight. If 
we can get more of the same kind of cooperation we had over the 
Fourth and eliminate even more of the non-essential travel perhaps we 
may still be able to avoid cumbersome and costly travel rationing.’’ 

The aangers of war-time travel were again emphasized by Col. 
Johnson. He pointed out that no railroad, bus line or travel agent can 
guarantee return transportation. Accommodations, even entire trains, 
may be canceled without notice and passengers will continue to be 
evicted if the railroads find it necessary to use the space for the trans- 
portation of invasion and South Pacific casualties and their medical 
attendants. 


“Labor,” in its statement, said: 


One of the greatest transportation rushes in history descended upon 
the ‘‘Iron Horse,’’ but the load was handled in much better fashion 
than had been believed possible, perspiring traffic officials said. 

Extra cars were coupled on to regular trains and many “‘relief 
trains’’ were assembled to rescue passenegrs in danger of being stranded 
away from home. Railmen said that every available piece of equipment, 


some of which had long before been sent to the bone pile, was brought 
into service for the occasion. 

At Union Station at Washington it was estimated that not less than 
200,000 persons left the city, while about 150,000 persons from other 
points came to the capital to spend the Fourth. 

The Pennsylvania reported the greatest number of passengers trans- 
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Mile after mile 
without moving an inch! 








RIE is carrying important wartime shipments mile after mile. But 
where the new type bulkhead is used, freight doesn’t budge an 
inch from where it was carefully placed in loading. 


Attached to car walls by steel strapping, and to floor by steel cleats, 
this bulkhead provides a firm barrier between fragile and other freight. 
Skillfully engineered rugged construction resists shock and impact... 
holds freight securely in place. And under certain necessary conditions, 
a specially constructed diagonal brace may be quickly and easily 
applied for additional support. 


Method of securing to walls and floor of car makes shifting of the 
bulkhead, with resultant loss and damage of merchandise, practically 
impossible. 


Hundreds of these bulkheads, exclusive with Erie, are now in 
active use. More are being added just as fast as present day con- 
ditions will permit. 


It’s ideas like this, coming from Erie men themselves, that 
make us proud to say, “It’s the Men Who Make the Erie.” 


BUY WAR BONDS AND STAMPS 


Erie Railroad 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 
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ported in a single day crowded its trains on Saturday preceding the 
holiday. Other eastern roads also reported all previous records had 
been smashed. 

Seaside resorts along the Atlantic attracted overflow crowds. The 
influx at Atlantic City was estimated at nearly 300,000. Hotels were 
packed to the rafters and eating places, restricted by rationing, were 
unable to feed the hungry crowd. 

Air raid wardens had to be mustered into service to handle traffic 
and put down hungry tourists who stormed grocery and delicatessen 
stores. 


More motorists were on the road than at any time since 1933, ac- 
cording to highway policemen. Thousands were declared to be stranded 
because they were unable to obtain gas to make the return trip. 


oO. D. T. APPEAL DECISION 

Director Johnson, of the Office of Defense Transportation, 
has upheld a ruling of the regional director of the division 
of motor transport, region 5, affirming the action of the Chicago 
district manager of the O D.. T., denying an application of 
Coca-Cola Bottling Co. of Chicago, Inc., for a special permit 
to make deliveries more frequently than allowed by general 
order O. D. T. 17, as amended. The applicant had asked per- 
mission to make three deliveries a week to 104 locations, 
4 deliveries to 58 locations, 5 deliveries to 17 locations, and 
6 deliveries to 169 locations where, the decision said, it had 
placed vending machines, most of them in factories doing work 
related to the war effort. The decision said that employers 
who recognized the value of refreshments to their employes 
would, if they understood the reasons for the curtailment of 
deliveries, cooperate to the extent of arranging for the neces- 
sary storage space and for the service of a responsible employe 
to refill the machines when empty. 


MILK TRANSPORTATION 

All milk produced on the nation’s farms in the 1944 “spring 
flush” was transported to market or shipping centers despite 
the fact that there were fewer motor trucks available for the 
movement this year than before the war, said the Office of 
Defense Transportation. 

Dairy farmers, haulers, dealers and processors were com- 
mended by the O. D. T. for their participation in O. D. T.- 
sponsored transportation conservation programs, with the 
“spring flush” behind and the farmers well on the way to pro- 
duce the 121,237,000,000 pounds established as their 1944 goal. 
This production figure compared with 118,302,000,000 pounds 
produced in 1943, the O. D. T. said. 

Col. Johnson, O. D. T. director, said the industry’s par- 

ticipation in industry transportation plans was largely respon- 
sible for the results obtained. He pointed out that as of June 
16, the O. D. T. had approved 616 dairy industry advisory com- 
mittees elected by producers, haulers, dealers and processors 
of milk and milk products. 
“O. D. T. has put into effect,” Colonel Johnson said, “trans- 
portation plans developed by these committees that result in 
annual savings of more than 55,552,000 truck miles, more than 
305,540,000 tire miles, about 5,555,000 gallons of gasoline, and 
well over 3,703,000 man hours.” 


Oo. D. T. LAKE COAL PERMITS 

The Office of Defense Transportation has extended to Sep- 
tember 15 permission for the unrestricted shipment of coal on 
the Great Lakes, by the issuance of suspension order O. D. T. 
9A-1B. The O. D. T. said that the extension was possible cause 
favorable shipping conditions on the Great Lakes were per- 
mitting a larger movement of iron ore than was anticipated. 
The instant order cancels suspension order O. D. T. 9A-1A 
which extended the unrestricted movement to July 15. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued supp. order 
O. D. T. 3, Rev. 245, common carriers, coordinated operations 
between points in New Jersey and New York; O. D. T. 3, Rev. 
247, common carriers, coordinated operations between points in 
Nebraska; O. D. T. 3, Rev. 248, common carriers, coordinated 
operations between St. Louis, Mo., and points in Illinois; O. D. 
T. 3, Rev. 249, common carriers, coordinated operations be- 
tween points in Missouri, Kansas and Nebraska; O. D. T. 3, 
Rev. 250, common carriers, coordinated operations between 
points in Oregon; and O. D. T. 3, Rev. 251, common carriers, 
coordinated operations between points in Illinois and Indiana. 


MOTOR VEHICLE MAINTENANCE 


Operators of commercial motor vehicles are warned by the 
Office of Defense Transportation that the manner in which they 
operate and maintain their vehicles in conformity with good 
maintenance practices may be a factor in determining whether 
or not they are entitled to new equipment. 

“There continues to be evidence that many motor trucks 
and motor truck tires are being abused and prematurely worn 
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out by some truck operators even though the great majority 
of the operators are doing a very good job in conserving their 
equipment,” the O. D. T. said, adding: 


With the new streamlined procedure for allocating trucks by the 
O. D. T. district offices, each of which has a maintenance specialist on 
its staff, the O. D. T. is considering an inspection of the condition of 
old trucks that are to be replaced with new trucks in order to deter- 
mine if the past maintenance work has been ample. Operators must 
conserve their present trucks, and operators who do not do so should 
not be granted new vehicles. 

Many items can be used as criteria in judging the quality of main- 
tenance on an old vehicle. An operator who has very poor results with 
tires can be assumed to be a serious offender insofar as over-loads and 
speeds are concerned. Evidence of insufficient and irregular lubrication 
can be observed directly on the old vehicle. The operator’s purchases 
or requests for new parts to replace parts which have been broken or 
obviously abused may be another indication of poor maintenance and 
abusive operation. 


NO NEW LIGHT TRUCKS 


The Office of Defense Transportation has notified its dis- 
trict offices not to accept new applications for light motor 
trucks, following denial by the War Production Board of an 
O. D. T. request for resumed production of such trucks in the 
first quarter of 1945. The O. D. T. said there was little likeli-: 
hood that light trucks would be available to operators in the 
first quarter. It said only 700 light trucks remained in the 
national pool and that a backlog of applications would now be 
processed to the extent of 300 trucks in the pool available for 
essential civilian uses. 





FRUIT-VEGETABLE CARS IN SOUTH 

Director Clinger, of the Commission’s Bureau of Service, 
by second amended general permit No. 1 under service order 
No. 207, which restricted the holding of freight cars loaded with 
fresh or green fruits, vegetables or melons, for orders, recon- 
signment or diversion, in southern states (see Traffic World, 
May 20, p. 1389), has permitted railroads to disregard provi- 
sions of the service order in so far as it applied to all cars 
loaded with the aforementioned commodities except potatoes 
and watermelons. The permit was made effective from July 11 
to July 21, and requires that waybills show reference to it. 


W. P. B. PAPERBOARD DIVISION 

Harold Boeschenstein, director of the Forest Products Bu- 
reau, War Production Board, has announced the appointment 
of Russel W. Whitney as director of the paperboard division 
to succeed the late G. G. Otto who resigned June 16 to return 
to his company, the Alton Boxboard Co., Alton, Ill. The ap- 
pointment became effective July 4. Mr. Otto died July 4 in 
St. Louis, Mo 

Mr. Whitney has been associated with W. P. B. since Jan- 
uary, 1944, first serving as a consultant in the paper production 
program, and later as deputy director of the paperboard divi- 
sion. Mr. Whitney has an extensive experience of many years 
in the paper industry and is on leave of absence as vice-presi- 
dent of the Hinde & Dauch Paper Co. whose general offices are 
at Sandusky, O. 


Oo. D. T. APPOINTMENTS 

Fred W. Eiselstein, who had been serving as vice-president 
in charge of traffic and operations for the Lecrone-Benedict 
Lines, Inc., Columbus, O., before he came to the Office of De- 
fense Transportation in May, 1943, has been appointed chief 
of the for-hire carrier section of the O. D. T. highway trans- 
port department. He succeeds Ellis T. Longenecker, recently 
appointed director of the division of property operations, and 
under whom he served as assistant chief. He has been in rail- 
road and motor transportation work since 1908. He has served 
as director-at-large for the Central Motor Freight Bureau, Inc., 
and as a member of the executive committee of the Ohio Com- 
mercial Haulers Association, board of directors of the Ohio 
Motor Rate and Traffic Bureau, and executive committee of the 
American Trucking Associations, Inc. He also has been actively 
engaged in labor relations activities affecting the motor truck 
industry in Ohio. 

Harold N. Smith, of Michigan, has been appointed assistant 
chief of the private carrier section of its highway transport de- 
partment, succeeding A. Henry Walter, the Office of Defense 
Transportation has announced. Mr. Walter became chief of the 
section on the merger of the motor transport and local trans- 
port divisions into the highway transport department. 

Born in Bay City, Mich., Februpary 19, 1906, Mr. Smith 
attended the public schools and the University of Michigan. 
From 1930 to 1937 he was personnel and safety director for the 
Kroger Grocery and Baking Company at Detroit and Indian- 
apolis and from 1937 to 1942 was factory representative for the 
Goodyear Tire and Rubber Company at Akron, Ohio. He en- 
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tered government service in September, 1942, as O. D. T. dis- 
trict manager at Seattle and later was transferred to San 
Francisco as assistant regional director. In April, 1943, he left 
the O. D. T. to enter the army and returned in March, 1944. 

Mr. Walter, a native of Kentucky, was acting chief of the 
private carrier section under the old motor transport division 
and was advanced to chief when the division was merged with 
local transport. 


Oo. P. A. MOTOR RATE CONTROL 


By amendment No. 150 to revised special regulation 14 
under its General Maximum Price Regulation, the Office of 
Price Administration has prescribed that, effective July 12, 
“the maximum rates for the transportation of petroleum and 
petroleum products in bulk in tank trucks between points 
within the state of Colorado by private motor carriers are the 
rates and charges set forth in an order issued by the Public 
Utilities Commission of the state of Colorado on May 12, 1944, 
in case No. 1585, decision No. 22316, effective June 1, 1944, 
or the maximum rates established by the General Maximum 
Price Regulation or any supplementary regulation or order 
issued by the Office of Price Administration.” 


W. P. B. CAR MATERIALS ORDER 


Operators of transportation systems who have not been 
able to take advantage of the provision for placing advance 
orders for delivery of special items of car materials because 
they had no first quarter 1944 authorization to use as a “base,” 
may obtain individual authorization for such a “base,” the 
War Production Board has ruled. In announcing its decision, 
the W. P. B. said: 


Direction 3 to Preference Rating Order P-142 provides that advance 
orders for items governed by the direction—air brakes, power hand 
brakes, brake beams, couplers, coupler bodies and car bolster springs— 
may be placed by rail operators for delivery in each of the three quar- 
ters following the quarter in which the order is placed. It provides 
that an operator may order for delivery in each advance quarter up to 
75 per cent of the amount of each of the above items authorized for 
him for the first quarter of 1944. 

Direction 3 was amended to provide:that if an operator has no first 
quarter 1944 authorization to use as a ‘“‘base’’ against which to apply 
the 75 per cent quota for advance ordering of any item under this di- 
rection, W. P. B. may establish a base by written authorization to the 
operator. 

The amended direction also provides that W. P. B. may direct that 
an operator’s base be increased or reduced if his first quarter 1944 
authorization does not properly represent his advance quarterly needs 
for the particular item. If such a revised base is established, the~oper- 
ator may place advance orders against it, subject to all provisions of 
Direction 3. 


GRAIN SERVICE ORDER 

The Commission, division 3, has appointed R. C. Wood- 
worth, of Cargill, Inc., Minneapolis, Minn., as alternate agent 
of the Commission to issue permits for the movement of grain 
under the terms of service order No. 80, which set up market- 
ing areas and appointed agents to issue such permits. The Com- 
mission’s action was taken by amendment No. 19 to service 
order No. 80, effective July 17. 


A. A. R. BOX CAR ORDER 

W. C. Kendall, chairman of the car service division, Asso- 
ciation of American Railroads, has announced issuance of spe- 
cial car order No. 42, supplement No. 9, cancelling and super- 
seding all previous issues. The order covers use of designated 
types of box cars required for shipment of government trucks. 
A note to the order says that government trucks requiring 
various types of 50-foot box cars as described in the order con- 
tinue to move in such volume as to require utmost utility of the 
available car supply. Prompt handling, loaded and empty, and 
avoidance of use for commodities not needing this special 
equipment, is essential, says the note. 


RETIREMENT BOARD FIGURES 

Claims for unemployment insurance benefits filed with 
the Railroad Retirement Board in May totaled 1,474, the 
smallest number received in any month since the inception of 
this program, and, likewise, the number of benefit payments 
in May, totaling 1,127 was the smallest ever made, the board 
said in its July report. The board stated that the 1,816 appli- 
cations for employee annuities received in May was the highest 
number it had received in any month since July, 1943. It noted 
that the average number of such applications a month in the 
firs' ten months of the fiscal year ended June 30 was 1,670. 

Retirement benefit payments to railroad employes in May 
ageregated $11,478,027, as against $11,089,472 in May, 1943, the 
bonrd said. It listed the following May payments: Employe 
anruities, $9,507,013; pensions, $1,234,365; survivor annuities, 
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$122,233; death-benefit annuities, $27,958, and lump-sum death 
benefits, $586,456. 

The unemployment insurance benefit claims totaling 1,474 
in May was compared by the board with a corresponding total 
of 2,795 for May, 1943, and the total number of benefit pay- 
ments in May was compared with a May, 1943, total of 2,201. 
The benefits paid in May amounted to $29,538, as against 
$51,548 in the same month last year, and the average payment 
for the first registration period was $21.96 and, for subsequent 
registration periods, $27.36. 

Placements by the board in May totaled 70,421, as against 
18,493 in May last year and 71,582 in April, 1944. Nearly 13,000 
of the May placements, it said, were from groups of workers 
who had been the object of special recruiting campaigns. It 
added that placements of Mexican nationals numbered 4,800; 
those of students, 3,700; those of women, 3,100, and those of 
ex-servicemen, 1,400. 


Midwest Truck Wage Case 


The Traffic World Washington Bureau 


The National War Labor Board July 14 announced it had 
approved the papers referring the Midwest Operators’ Associa- 
tion case to President Roosevelt and that the papers would be 
transmitted to the President. The decision to refer the case to 
the President was reached by the Board July 6, after the hear- 
ing on failure.of certain truck operators to make effective wage 
increases ordered by the Board. Union representatives of the 
employees postponed the strike that had been called for mid- 
night June 30-July 1 when the Board served notice of the 
July 6 hearing. (See Traffic World, July 8, p. 89). 


SCHWARTZ HEADS RAIL LABOR PANEL 
President Roosevelt has appointed H. H. Schwartz, chair- 
man of the National Mediation Board, a member and chair- 
man of the National Railway Labor Panel, to succeed William 
M. Leiserson, who recently resigned. 























































































































































































































COLE SECRETARY OF N. M. B. AGAIN 

Chairman Schwartz, of the. National Mediation Board, has 
announced that Robert F..Géle has returned to his former posi- 
tion as secretary of the board, in the effectuation of organiza- 
tion changes recommended by Thomas E. Bickers, secretary of 
the board since Mr. Cole’s transfer from that position to serv- 
ice as a mediator in the board’s field service in June of last 
year. Mr. Bickers, at his own request, was being transferred 
to field service, the N. M. B. chairman said. 

The changes proposed by Mr. Bickers were adopted by 
the board, said Chairman Schwartz, “in view of its limited ap- 
propriation for the new fiscal year and the large volume of 
cases with which it is confronted.” 

“Therefore,” he continued, “effective July 1, 1944, field 
headquarters of senior mediators have been disestablished. .. . 

“The board agrees with the recommendations by Mr. Bick- 
ers, but regrets to lose the very efficient and valuable services 
he has performed as secretary during the past year. Mr. 
Bickers has, during his long years of experience, established 
himself as an outstanding mediator in the field of labor rela- 
tions in the transportation industry, and in his changed assign- 
ment he will be able to devote his full time to such service, 
which is most essential during this time of grave national 
emergency. .. .” 



























































































































































CHILD LABOR LAWS AND TRANSPORT 


A revised and clarified summary of federal and state child- 
labor laws and regulations, affecting employment in transporta- 
tion and associated industries, has been prepared by the Office 
of Defense Transportation. 

The publication includes the changes in child labor legisla- 
tion—both federal and in all the states—made in the last year. 
Many of these changes, it is pointed out, reflect a slight relax- 
tion with regard to hours of work and working permits. In a 
few cases, the age limits of drivers of motor vehicles has been 
changed. However, it is explained, there is no change in the 
occupations considered hazardous for minors. 

A a list of all the state officials from whom age certificates 
must be obtained, is included. 

Copies of the summary may be had by application to the 
Division of Transport Personnel, Office of Defense Transporta- 
tion, Washington 25, D. C. 



















































































SHIPYARD WORKERS NEEDED 


“There is an imperative need of 50,000 additional shipyard 
workers to meet the ship construction requirements of the Joint 
Chiefs of Staff for European and Far Eastern operations,” said 
Chairman Land, of the Maritime Commission, July 10, adding: 

To meet these requirements our shipyards must produce within the 
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next 12 months at least every ship at present scheduled for delivery by 
July 1, 1945. This cannot be accomplished unless the shipyards are 
fully manned. We must replace the workers who have left the ship- 
yards for other jobs, and we must maintain output at the maximum. 
Additional work loads are to be placed upon the major yards within 


a few weeks, and there must be no delay in getting this work under way 
and completed. 


The War Manpower Commission is cooperating with the Maritime 
Commission in striving to obtain the needed men, so that when our 
military operations are stepped up the necessary ships will be available 


to land needed supplies in order to carry on our further operations 
against the Japanese. 


Every man or woman who is able to work in a shipyard, and not at 
present employed in essential war work should report at once to the 


nearest United States Employment Service office for enrollment in this 
most essential work. 


W. S. A. LABOR MATTERS 


The War Shipping Administration has announced that D. S. 
Ring, director of the division of shipyard labor relations, Mari- 
time Commission, and his staff are authorized to represent 
W. S. A. in all matters relating to wage scales and standards 
in repair yards under its control. Grievances and disputes in 
shipyards and ship repair yards may be referred to the division 
by the assistant deputy administrator for maintenance and re- 
pair. General stabilization policies will be approved by Vice 
Admiral Land, W. S. A. administrator, and Rear Admiral How- 
ard L. Vickery, deputy administrator. The staff will also furnish 
advice and assistance on these matters on request of manage- 
ment or labor. In all such activities where agreements were not 
reached, the matter would be referred to the Administrator, 
W. S. A. said. 


ROCK ISLAND WAR BOND PURCHASE 


In the Fifth War Loan Drive, concluded July 8, the Rock 
Island Lines purchased $68,850,000 of war loan securities and 
allocated them to every county and to the principal cities 
through which the railroad operates, to assist them in meeting 
their quotas, J. D. Farrington, chief executive officer of the 
Rock Island, announced. 


Revenue Freight Loading 


Revenue freight loading the week ended July 8 totaled 
745,141 cars, according to the Association of American Rail- 
roads. This was 152,659 cars or 17 per cent below the pre- 
ceding week on account of the Fourth of July holiday; 63,489 
cars or 7.9 per cent below the corresponding week of 1943, and 
110,017 cars or 12.9 per cent below the corresponding week of 


1942. The latter week did not include the Fourth of July 
holiday. 


Per cent to 15 year average, 136.6, 
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FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 20,160 
freight cars, and a daily average shortage of 2,406 freight cars, 
for the week ended July 1, according to the car service division 
of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 7,831: 
auto box, 102; flat, 257; gondola, 2,443; hopper, 1,367, and mis- 
cellaneous, 8, 160. 

The shortage was made up as follows: Plain box, 2,135: 
auto box, 50; flat, 108; gondola, 28, and hopper, 85. 


RAIL PASSENGER STATISTICS 


Passenger revenues (other than commutation) of Class J 
steam railways, exclusive of switching and terminal companies, 
totaled $84,157,486 in coaches, and $58,903,365 in parlor and 
sleeping cars, for March, 1944, as against $69,912,509 and 
$46,687,913, respectively, for March, 1943, increases of 20.4 and 
26.2 per cent, according to a compilation by the Commission's 
Bureau of Transport Economics and Statistics of passenger 
traffic statistics, other than commutation, statement M-250. 

For the three months ended with March, 1944, passenger 
revenues (other than commutation) amounted to $245,060,909 
in coaches, and $164,840,820 in parlor and sleeping cars, as 
compared with $193,879,366 and $132,312,443, respectively, for 
the like period of 1943, increases of 26.4 and 24.6 per cent. 

Revenue passengers (other than commutation) carried for 
March, 1944, totaled 40,706,912 in coaches, and 5,795,216 in par- 
lor and sleeping cars, as compared with 36,926,166 and 4,693,638, 
respectively, for March, 1943. For the three months ended 
March, 1944, revenue passengers carried totaled 118,841,488 in 
coaches, and 16,259,939 in parlor and sleeping cars, as com- 
pared with 108,201,675 and 13,482,233, respectively, for the like 
period of 1943. 





RAIL EMPLOYMENT 

Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,446,860 at the middle of June, 
an increase of 4.60 per cent over June last year and an 
increase of 1.52 per cent over May this year, according to a 
rail employment compilation based on preliminary reports, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. The June, 1944, employment was reported as 
follows: 

Executives, officials, and staff assistants, 14,577; profes- 
sional, clerical and general, 230,602; maintenance of way and 
structures, 318,585; maintenance of equipment and_ stores, 
394,592; transportation (other than train, engine, and yard), 
168,994; transportation (yardmasters, switch- tenders, and hos- 


tlers), 18,090; and transportation (train and engine service), 
301,420. 





Revenue Freight Car Loading—Week Ended Saturday, July 8 


Grain and Live Forest Mase. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1944 57,120 11,322 124,970 13,682 33,258 75,146 90,991 338,652 745,141 
NE MD NN, oo oo i.d-s cccinsiaicnes { 1943 54,809 11,150 164,803 12,956 37,226 89,309 89,574 348,803 808,630 
1942 53,509 10,348 158,827 14,338 51,034 94,037 88,705 384,360 855,158 
Preceding week July 1........... 1944 58,600 13,950 175,440 14,331 50,044 80,971 106,831 397,633 897,800 
Per cent increase over............ 1943 4.2 15 5.6 1.6 
Per cent decrease under.......... 1943 24.2 10.7 15.9 2.9 7.9 
Per cent increase over............ 1942 6.7 9.4 2.6 
Per cent decrease under.......... 1942 21.3 4.6 34.8 20.1 11.9 12.9 
1944 1,307,610 411,944 4,859,571 418,081 1,207,483 1,195,456 2,883,812 10,410,378 22,694,335 
Cumulative 28 weeks to July 8.. 41943 1,325,811 370,125 4,427,348 401,144 1,143,404 1,157,336 2,641,086 10,294,926 21,761,180 
(1942 1,071,871 326,527 4,450,960 393,019 1,318,609 1,386,866 3,457,872 10,266,575 22,672,299 
Per cent increase over............ 1943 11.3 9.8 4.2 5.6 3.3 9.2 pe! 4.3 
Per cent decrease under.......... 1943 1.4 
Per cent increase over............ 1942 22.0 26.2 9.2 6.4 1.4 | 
Per cent decrease under.......... 1942 8.4 13.8 16.6 
Percent to 15 year average, 100.7. 
Revenue Freight Car Loading—Week Ended Saturday, July 1 
Grain and Live Forest Mase. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1944 ,600 13,950 175,440 14,331 50,044 80,971 106,831 397,633 897,800 
RE Oe MID 6 os. 0c.awacasow seas { 1943 60,479 11,757 145,178 12,856 44,614 89,692 100,596 386,910 852,082 
y | 1942 42,342 9,515 120,297 12,578 44,431 85,947 82,044 356,586 753,740 
Preceding week June 24.......... 1944 53,333 14,570 175,529 15,036 47,641 82,088 103,842 389,228 881,267 
‘Per cent increase over............ 1943 18.7 20.8 £5 12.2 6.2 2.8 5.4 
. Per cent decrease under.......... 1943 3.1 9.7 
‘Per cent increase over............ 1942 38.4 46.6 45.8 13.9 12.6 30.2 11.5 19.1 
‘Per cent decrease under.......... 1942 5.8 
1944 1,250,490 400,622 4,734,601 404,399 1,174,225 1,120,310 2,792,821 10,071,726 21,949,194 
Cumulative 27 weeks to July 1.. 41943 1,271,002 358,975 4,262,545 388,188 1,106,178 1,068,027 2:55 512 9,946,123 20,952,550 
(1942 1,018,362 316,179 4,292,133 378,681 1,267,575 1,292,829 3,369,167 9,882,215 21,817,141 
; Per cent increase over............ 1943 11.6 11.1 4.2 6.2 4.9 9.5 1.3 4.8 
Per cent decrease under.......... 1943 1.6 
Per cent increase over............ 1942 22.8 26.7 10.3 6.8 1.9 6 
‘Per cent decrease under.......... 1942 7.4 13.3 17.1 
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July 15, 1944 


Carrier Taxation Report 


Transportation Board Staff Shows Carrier Tax Payments 
in 1940—Certain Carriers Found More Heavily Taxed 
Than Others—Childe Raises Questions 


Railroads, intercity bus lines and oil pipe lines were more 
heavily taxed in 1940 than the intercity truck lines, air lines 
and water carriers, according to a staff report on carrier taxa- 
tion submitted to the Board of Investigation and Research cre- 
ated by the transportation act of 1940. 

“This relative overtaxation,” said the report, “is largely 
traceable to three aspects of contemporary tax institutions: 
(1) the failure of the states and their political subdivisions to 
exact property taxes from other carrier groups commensurate 
with those exacted from the railroads; (2) the heavy tax 
penalty imposed by the federal government upon equity financ- 
ing of corporations; and (3) the imposition by the federal 
government of an excise tax on pipe lines that has no coun- 
terpart in the peace time taxes on other transportation agencies. 
Other contributing factors are: (4) the assumption by the 
states that they are more severely restricted by the federal 
Constitution in the taxation of interstate carriers than seems 
justified in view of recent court decisions; (5) the failure of 
both federal and state governments to levy user charges upon 
the truck lines, air lines and water carriers sufficient to cover 
a fair share of highway, airway, waterway, and public terminal 
costs plus a reasonable property tax equivalent; and (6) a 
considerable amount of multiple taxation of busses under state 
vehicle and carrier license tax laws.” 

The report, prepared by Ronald B. Welch and his assist- 
ants, has been sent to a limited number of interested persons 
for criticism. The board, said Robert E. Webb, chairman, would 
formulate its recommendations chiefly on the basis of the 
staff report and the criticisms received by the board. 

The carrier taxation report is the result of one of the 
three major directions given the board by Congress in the 
transportation act of 1940, the other two relating to relative 
economy and fitness of carriers and to subsidies or public aids 
to transportation. 

Chairman Webb pointed out in a letter of transmittal that 
the act of 1940 directed the board to study “the extent to 
which taxes are imposed upon (rail, motor, and water) carriers 
of the United States, and the several states, and by other 
agencies of government, including county, municipal, district, 
and local agencies.’”’ The board extended the study to cover 
certain air and pipe-line carriers. ; 

Pointing out that the board’s existence terminated Sep- 
tember 18, Chairman Webb urged that criticisms be submitted 
as promptly as possible, and suggested that none be delayed 
beyond August 15. ; . 

“We realize that this is a brief period in which to review a 
study of such length (three volumes of a total of 753 pages 
and appendices), but the time remaining for its revision will 
be relatively even shorter,” said he. ; 

“Since the report deals with the highly controversial sub- 
ject of the distribution of the tax burden, it would be helpful 
to know the extent of agreement or dissension on all matters 
mentioned in the report.” ; 

Comment is especially invited on the following subjects: 















































































































































































































1. The method of appraising carrier property for tax purposes, par- 
ticularly the extent to which cost data should influence the appraisal. 
(See especially pp. 153-188 and Appendix D.) 

2. The need for amendment of the Federal income tax law. (See 
especially pp. 28-31, 232-241.) 

3. The concept and computation of property tax equivalents on 
publicly-owned carrier facilities. (pp. 25-26, 318-323, 540-542, 610-612.) 

4. The meaning of relative over-taxation of business concerns. (pp. 
49-50, 665-671).) 

5. The methods of identifying and measuring relative over-taxation 
(pp. 50-55, 671ff), particularly. 

(a) The merits of the ‘‘standard’’ and ‘‘model’’ tax systems, as 
outlined in the report, as measures of relative over- or under-taxation 
(pp. 672-718) ; 

(b) The contention that charges for the use of publicly-owned 
facilities must be high enough to cover full interest costs if the tax 
System is to be ‘‘neutral’’ (pp. 476, 708); 

(ec) The selection of ‘‘national income contributions,’’ in preference 
to operating revenues or income, as the best single measure of taxable 
capacity of business concerns. (pp. 731-733, 751.) 



















Carrier Tax Problem 


Taxation of transportation agencies had long challenged 
the interest and ingenuity of tax administrators and tax stu- 
dents, said the report, but the need for a comprehensive survey 
of carrier taxation did not become imperative until the early 
thirties, when a competitive struggle for traffic was occasioned 
by the maturing of the motor carrier industry and intensified 
by the prolonged depression. 
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“The carrier tax problem,” it continued, “was no longer 
a railroad tax problem, a motor vehicle tax problem, or a water 
carrier tax problem. It was a problem of relative tax burdens 
of the several carrier groups competing in a buyer’s market 
for a volume of traffic considerably below the capacity of the 
domestic transporation system.” 

With respect to relation of the tax study to other studies 
of the board, the report said: 


The fact that the act makes the tax study coordinate with the 
studies of public aids and relative economy and fitness does not mean 
that these subjects were regarded as independent. Their interrelation- 
ships, which were doubtless well recognized by those responsible for 
the framing and passage of the legislation, may be briefly stated as 
follows: A carrier which is the recipient of public aids, over and above 
any taxes or other charges exacted in return for such aids, or which 
pays less than its fair share of taxes for the support of the general 
functions of government, is able to handle traffic at prices that do not 
cover the full cost of transportation, public as well as private, and to 
compete successfully in fields of service for which it is inherently less 
fit than other carriers not similarly favored. Conversely, a carrier 
which is overtaxed is forced, immediately or eventually, to retire from 
fields of service in which it would be able to compete effectively except 
that one of its expenses—taxes—has been inflated by government fiat. 
Under these circumstances, the transportation system is precluded from 
making its maximum contribution to the national income with a given 
share of our limited capital and labor resources. 


Carrier Tax Payments in 1940 


Table 1 of the report summarizes the tax accruals or pay- 
ments of the major carrier groups in 1940. This year, said 
the report, was selected for many of the analyses appearing 
in the report because it was one of the two years for which 
tax data were acquired for all carrier groups, it was presumably 
less abnormal than a more recent year, and yet it was recent 
enough to reflect most of the taxes now in force, including in 
particular the old age insurance tax on maritime payrolls. 
The tax accruals shown in the table were incomplete for all 
carrier groups but the percentage of coverage attained varied 
from one group to another, it was stated. A computation was 
made the basis for an estimate that the coverage in the table 
was in the neighborhood of 70 per cent of the transportation 
industry, exclusive of private carriers. The coverage for the 
domestic intercity transportation industry was, of course, con- 
siderably higher, said the report. 

Table 1 shows “grand total” tax accruals, federal and 
state, 1940, as follows: Steam railroads, $425,929,000, made 
up of $193,885,00( federal and $232,044,000 state taxes; inter- 
city truck lines, $25,769,000, made up of $7,138,000 federal and 
$18,631,000 state taxes; intercity bus lines, $16,229,000, made 
up of $6,301,000 federal and $9,928,000 state taxes; water 
carriers, $24,786,000, made up of $21,674,000 federal and $3,112,- 
000 state taxes; air lines, $4,151,000, made up of $2,715,000 fed- 
eral and $1,436,000 state taxes; and pipe lines, $43,324,000, 
made up of $33,130,000 federal and $10,194,000 state taxes. 

Of the total of $25,769,000 paid by the intercity truck lines, 
$10,362,000 came from motor fuel and oil taxes, and $6,671,000 
from motor vehicle and motor carrier license taxes. Intercity 
bus lines paid $5,006,000 in motor fuel and oil taxes and $3,746,- 
000 in vehicle and license taxes. 

Ad valorem property taxes were reported by carrier groups 
as follows: Steam railroads, $200,734,000; intercity truck lines, 
$631,000; intercity bus lines, $629,000; water carriers, $916,000; 
air lines,, $181,000; and pipe lines, $7,503,000. 

Net income taxes, federal and state, were reported as 
follows: Steam railroads, $70,758,000; intercity truck lines, 
$3,125,000, including excess profit tax accruals; intercity bus 
lines, $4,518,000, including excess profits tax accruals; water 
carriers, $16,349,000; air lines, $1,363,000, and pipe lines, 
$21,130,000. Railroads had excess profits taxes of $655,000; 
water carriers, $2,829,000, and pipe lines, $1,686,000. 

Payroll taxes, state and federal, were reported as follows: 
Steam railroads, $120,958,000; intercity truck lines, $4,283,000; 
intercity bus lines, $1,480,000; water carriers, $2,930,000; air 
lines, $1,056,000, and pipe lines, $1,734,000. 


Carriers Covered 


In explanation of the carriers covered in the table on tax- 
ation the report said: 


The steam railroads are represented by all of the steam line-haul 
switching and terminal, and lessor railroads save a few small roads, 
representing less than 1 per cent of the industry, that discontinued 
operations between 1940 and the summer of 1942, had lost their records 
by fire, or were not reporting to the Interstate Commerce Commission. 
The truck lines constitute the 643 intercity motor carriers of property 
under the general jurisdiction of the Interstate Commerce Commission 
who operated owned equipment principally, a group estimated to have 
constituted between 20 and 25 per cent of the intercity motor trucking 
industry (excluding private carriers).-The bus lines are the 135 inter- 
city motor carriers of passengers under the general jurisdiction of the 
Interstate Commerce Commission, representing between 60 and 65 per 
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cent of the intercity bus business. The water carrier group is com- 
prised of 402 shipping, ferry, and towing companies which were en- 
gaged principally in domestic trade and were operating about 75 per 
cent of the for-hire shipping and 50 per cent of the total shipping en- 
gaged in domestic transportation in 1940. The air carriers are the 17 
scheduled domestic carriers who were reporting to the Civil Aero- 
nautics Board and were providing virtually all of the commercial inter- 
city air transportation. The pipe-line group includes 121 respondent 
carriers who did between 75 and 80 per cent of the total petroleum pipe 
line business in the United States. 


Comparative Tax Burdens 


“The charge that one carrier group is more heavily taxed 
than another implies a standard of overtaxation that the 
plaintiff seldom bothers to define,” said the report. ‘In its 
simplest terms, relative overtaxation exists when two or more 
subjects of comparison have different ratios of actual tax pay- 
ments to ‘proper’ tax payments. But the concepts of proper 
tax payments are nearly as numerous as the complaints of tax 
discrimination.” 

The report contains a discussion of tax burden ratios. It 
said the staff did not regard any one of these tax burden ratio 
series with complete favor but if obliged to select among them, 
it would choose the ratios in which national income contribu- 
tions (income produced by the business entity and available 
for distribution among labor, management and capital) served 
as the denominator. 


“By this test,’ the report continued, “pipe lines are the 
most heavily taxed carrier group, bus lines are the next most 
heavily taxed, and railroads run a close third. Whether truck 
lines are fourth or sixth depends upon the numerator construc- 
tion. The truck lines appear to be less heavily burdened by 
general taxes than the water and air carriers; however, they 
pay special-benefit taxes in much greater volume than either 
of these other two groups and may therefore be said to have 
a heavier total tax burden.” 


Childe’s Comment 


Chairman Webb said in his letter of transmittal that Board 
Member C. E. Childe invited comment and criticisms on the 
following tentative observations and conclusions reached by 
him on reading the staff report: 


The staff concludes (p. 55) ‘‘from all the evidence, that the oil pipe- 
lines, intercity bus lines, and railroads were more heavily taxed in 1940 
than the intercity truck lines, airlines, and water carriers:”’*’This con- 
clusion is, however, derived from consideration of the subject solely 
from the standpoint of the tax specialist, and is based on. methods of 
appraisal which apparently are commonly followed by tax .adminis- 
trators, but which seem to me to be of highly questionable merit. In 
addition to this, assumptions in the report as to the amount of ‘‘user’’ 
costs and ‘“‘property tax equivalents’ chargeable to highway, water, 
and air carriers appear to be excessive and unjustifiable. 


The importance of taxing carriers fairly with relation to each other 
and to the general taxpayer will be generally admitted. The fairness of 
the tax burdens of the several types of carriers can be measured by (1) 
comparing taxes of one type of carrier with taxes of other types; (2) 
comparing carrier taxes with those of other business and private tax- 
payers; (3) consideration of carrier taxes in relation to the duty of 
carriers as public servants to render adequate transportation service 
at the lowest possible cost to the public. The staff report deals largely 
with the first of these three points; the second is but lightly touched 
upon and the third is almost completely neglected. From the public 
standpoint, the most important consideration is that carrier tax policies 
be such as to foster, or at least not to discourage, the development of a 
national transportation system which will best serve commerce and the 
general welfare. From this standpoint, as the staff would undoubtedly 
agree, all carrier taxes should be as low as possible, considering the 
expenses incurred and the benefits conferred by government in con- 
nection with the maintenance of the carriers’ properties and services. 

The railroads are by far the largest taxpayers in the transportation 
group. Their taxes exceed, in the aggregate, the combined taxes of all 
the other for-hire carriers. This is true because the railroads are the 
largest part of our national transportation system, and because the rail- 
roads own—and pay taxes on—their rights-of-way, whereas the other 
carriers, except the pipelines, operate over rights-of-way owned by the 
public. User taxes for the construction and maintenance of the highways 
are paid by the highway carriers which the railroads contend are in- 
adequate for that purpose and which the highway carriers contend are 
more than adequate to cover their fair share of these costs, Water and 
air carriers do not pay user taxes covering the use of the public ways 
furnished for their use, although gasoline taxes paid by air carriers 
may be regarded as user taxes. 


Property Tax Questions 


Property taxes are the largest item in the railroad tax bill; in 1940 
they amounted to one-half of the entire railroad tax payments, and in 
earlier years they amounted to as much as four-fifths of the whole. For 
other carriers, property taxes are a relatively small part of the whole; 
in 1940, they were about one-twentieth of the total taxes paid by the 
highway carriers, water carriers, and air carriers. Property taxes are 
the only kind of taxes which are relatively heavier for the railroads 
than for other carriers. The question whether railway taxes as a whole 
are relatively high and unduly burdensome in relation to the taxes paid 
by other carriers, therefore, involves an inquiry into whether (1) it is 
fair to assess property taxes on railroads when other carriers are rela- 
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tively free from property tax burdens; (2) whether railroad property 
taxes are too high in relation to other property taxes; (3) whether user 
taxes paid by carriers operating on public ways are proper aiid ade. 
quate; (4) whether taxes in lieu of private property taxes shoulg be 
assessed against carriers using public rights-of-way. 

On principle, it would seem that since taxes are collected to defray 
government expenditures made to provide public benefits, taxes shoulq 
be exacted in proportion to (a) the cost of government services rep. 
dered; (b) benefits conferred by government; (c) ability to pay. ay 
taxes, no matter from whom they are collected originally, must finally 
come from personal incomes or capital accumulations. Business taxes 
which are part of the cost of doing business and ‘‘passed on’’ in prices 
of the products or services, are in reality taxes borne by purchasers of 
such products or services. This is especially true of taxes exacted from 
for-hire carriers. Carriers are in fact tax collectors, rather than tax. 
payers; since they pass the taxes along to consumers in their rates ang 
charges. Carrier taxes, therefore, are similar in effect to sales taxes 
and are subject to the objection applicable to sales taxes, viz., that 
the burden falls disproportionately on people of small incomes, who 
must spend most or all of their entire receipts for necessities. Property, 
personal income, inheritance, and capital gains taxes, which place the 
greater share of the tax burden upon the rich and prosperous, are 
therefore to be preferred to carrier taxes and consumer taxes which 
bear heavily upon people in poor and moderate circumstances. Dye 
consideration must be given, however, to the cost of government sery- 
ices rendered to carriers, and the feasibility of assessing taxes against 
carriers to meet these costs. 

Property taxes are firmly established in our tax structure. A large 
part of the expense of government is incurred for the protection of 
property. Property taxes are therefore to a considerable extent equiva- 
lent to payments for government services rendered. Property owners, 
as a class (with the possible exception of farmers), are better able to 
pay than non-property owners. Most of the revenues of our state and 
local government come from taxation of property; it would be difficult 
for state and local governments to find alternative sources of tax 
revenue. Property taxes are, therefore, justified on both theoretical 


and practical grounds. Railroad property must bear its fair share of 
this taxation. 


Tax and Rate-Making Valuations 


On the question whether railroad property is fairly taxed in rela- 
tion to other property, the surprising fact is disclosed in the report 
(Table 14, p. 185) that the total assessed valuation of the railroads of 
the United States (omitting Connecticut, Delaware, Maine, Minnesota, 
Pennsylvania), in the year 1940, was slightly more than $6 billion, 
When adjusted to 100 per cent valuation, this amounted to $8.6 billion, 
which was only 55 per cent of the actual or ‘‘rate-making’’ value of 
these properties, as computed by the Interstate Commerce Commission. 
If the five omitted states are included, the total (adjusted 100 per cent) 
value for tax purposes would be approximately $10.4 billion, as com- 
pared with the Interstate Commerce Commission’s ‘‘rate-making’’ value 
of $18.8 billion. The undepreciated book value of the railroads, in 1940, 
was $26 billion, and the depreciated book value was $23 billion. The 
ratios of adjusted state tax values to I. C. C. rate-making values ranged 
from 25 per cent, in Georgia, to 94 per cent, in West Virginia. On the 
whole, it appears that the valuations of railroad property for tax pur- 
poses are relatively low. 

Property taxes of water carriers and air carriers also appear low in 
relation to the book value of their properties. On the other hand, as- 
sessed valuations of truck lines and bus lines are, on the whole, higher 
than the book values of their properties. However, property taxes are 
a small part of the total taxes paid by these carriers, and changes 
upward or downward, to equalize assessed values with actual or book 
values, would have little bearing upon rate levels or the competitive 
position of these carriers in comparison with the railroads. 


User Taxes 


Turning to the question whether the taxes of highway, water, and 
air carriers are relatively too low because inadequate charges are col- 
lected for the use of the public rights-of-way: One of the methods em- 
ployed by the staff to measure the tax burdens of carriers is a com- 
parison of the actual taxes with the yield of a hypothetical ‘‘model” 
tax system, comprised of a property tax, a payroll tax, a business tax 
and one or more user taxes. The user taxes computed for the purposes 
of this comparison are the amount required to cover the carriers share 
of (a) government expenditures for construction and maintenance of 
ways provided; (b) annual interest and amortization charges on the 
total government investment in these ways; and (c) an additional sum 
equivalent to property taxes on the value of the public ways, which 
would have been assessed if they were privately-owned. Application of 
this theory would have increased the 1940 user taxes of for-hire truck 
lines about $50 million; bus lines $4 million; air carriers $8.5 million; 
and would have added to the taxes of water carriers more than $100 
million. The report does not specifically advocate the collection of user 
taxes in this volume, and in fact recognizes the impracticability of 
doing so in the case of water carriers. However acceptance of the prin- 
ciples underlying this method of comparing tax burdens would pre- 
sumably result in very large increases in user taxes, not only for for- 
hire carriers, but for the private carriers as well. 

I am unable to accept the idea that interest on total public invest- 
ment and taxes equivalent to private property taxes should be exacted 
from carriers using public property as their rights-of-way. I am aware 
of the fact that some economists regard interest on the total investment 
as a part of the ‘‘economic cost’’ of public property, especially if the 
public property is used for business purposes, even if no interest is 
actually paid. The theory is that interest should be computed, whether 
paid or not, because the money might have been invested in some enter- 
prise which would pay interest. The fallacy of this reasoning lies in 
failing to realize that only a small fraction of the .world’s capital, 
private and public, actually yields, is expected to yield, or could yield, 
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interest or the equivalent of interest. The truth of this was amusingly 
gemonstrated by the Scotsman, Hamilton (Knight, Economic Principles 
in Practice, Dp. 400), who calculated that a British penny, compounded 
at 5 per cent from the time of Christ to 1771, would have reached a 
sum greater than 500 million earths, all made of solid gold! If public 
works paid for by taxes, are subsequently taxed to pay interest and 
amortization on the investment, the result is that the public taxes 
itself many times, instead of once, for the cost of the works. Likewise, 
if the public proceeds to tax itself for the use of public works, an 
additional sum equivalent to taxes which would be exacted from pri- 
yate property, the result is simply further multiple taxation. Obvi- 
ously, there could be no over-all public benefit from the adoption of 
such tax policies. The application of such taxes to carriers would have 
the effect of increasing the tax burden upon consumers and reducing 
the tax burden upon propérty and incomes. 


Conclusions 


The conclusions which I reach from reading the staff report may be 
summarized as follows: Railroads are relatively heavy taxpayers only 
in the sense that they are large owners of property and therefore pay 
relatively large property taxes, in comparison with highway carriers, 
water carriers, and air carriers. Income taxes, because they are com- 
puted on net incomes after deducting interest payments, are relatively 
low for railroads. From the standpoint of ability to pay (measured by 
net operating income), railroad taxes are low, compared with other 
carriers. Pipeline carriers are relatively heavy taxpayers, because they 
are large Owners of property and because they pay heavy special pipe- 
line taxes. Bus carriers are relatively heavily taxed, largely because of 
high special taxes, multiple state taxation, and because their property 
taxes are high in relation to the book value of their property. Truck 
and bus carriers pay property taxes which are relatively high in rela- 
tion to book value. The special ‘‘user’’ taxes which comprise a large 
part of their tax burden appear to be adequate, on the whole, to pay 
their share of highway costs. In relation to net operating income, truck 
and bus carriers are relatively highly taxed. Water carriers and air 
carriers pay relatively low taxes, largely because user taxes are not 
assessed against these carriers to pay for their use of the public water- 
ways and airways. If such user taxes were exacted, they would have 
to be passed on to the public in higher charges or the carriers would 
go out of existence. As is implied but not elaborated in the staff report, 
the possibility should be considered whether the exaction of such user 
taxes would force the charges of water carriers and air carriers to such 
high levels that the value of their services to the public would be lost 
and the carriers could no longer continue. 































































Truck Claim Prevention 


Operations of a proposed over-and-short freight depart- 
ment of the Central Motor Freight Association, Inc., as a means 
of helping to locate shipments or parts of shipments gone astray 
in transit by being loaded on the wrong trucks, “mislaid’’ at 
assembly points, etc., were explained July 10 in a meeting of 
the claim prevention section of the association in Chicago, and 
proponents of the plan for an over-and-short freight clearing 
house for all motor carriers serving the Chicago area sought 
to impress on the carrier representatives present that the War 
and Navy Departments had served notice that, if the motor 
carriers themselves did not organize for freight claim preven- 
tion, “the government will organize for us.” 

Discussion leaders emphasized, too, the fact that a com- 
plaint against the entire motor common carrier industry, call- 
ing for an investigation of truck claim practices, had been 
filed with the Commission by the traffic group of the National 
Retail Dry Goods Association, and said that the shippers’ asso- 
ciations, after a conference with a special committee of the 
freight claim section of the American Trucking Associations, 
Inc, in Chicago early in June (see Traffic World, June 10, 
p. 1577), had given the carriers 90 days in which to improve 
their handling of freight claims. Thirty days of that period of 
“grace” had now elapsed, without noteworthy improvement, it 
was stated in the meeting July 10. 


Two railroad “experts” in freight claim work presented 
to the C. M. F. A. claim prevention section a number of sug- 
gestions for operation of the proposed over-and-short freight 
clearing house in Chicago. They were Joe Marshall, of Chicago, 
special representative of the freight claim division of the Asso- 
Clation of American Railroads, and Leonard Golden, manager 
of the Chicago Over and Short Bureau, operated under super- 
Vision of the General Managers’ Association of Chicago. 


Mandel Korn, secretary, Cushman Motor Delivery, spoke 
on “The Functions of the Motor Transport Over and Short 
Clearing House”; Major Merritt Thiem, chief of the operations 
division, Sixth Zone Transportation Office, U. S. army, discussed 
The Importance of Prompt Disposition of Astray Military 
reight” and answered questions of some freight claim agents 
Present about problems encountered by individual lines in con- 
hection with claims on government traffic. He pointed to the 
urgency of locating ‘strayed’ military freight and to produc- 
tion slow-downs caused by failure of war implement parts, 
difficult to replace, to arrive on schedule. He stated that, 
Under present army regulations, a carrier could not claim 
credit for an overage against a shortage as to which the car- 
Ter had made settlement of a War Department claim earlier. 
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G. A. FitzGerald, vice-chairman of the special committee 
of the A. T. A. freight claim section and freight claim agent of 
Keeshin Motor Express, outlined the particulars of the shippers’ 
complaints about motor carrier handling of freight claims, in- 
cluding failure to answer shippers’ letters. He said that an 
association of commercial organizations in Iowa had decided to 
assemble such correspondence of shippers as evidence of their 
difficulties in obtaining satisfactory treatment from motor car- 
riers, and to present these letters to lowa members of Congress 
with a demand for corrective legislation. He said he did not 
believe that the Commission would attempt, on its own initia- 
tive, to take “any more authority” over motor carriers with 
respect to freight claim handling and averred that its authority 
on such matters, under section 207(7) of part II of the act was 
limited. He gave the advice that, where a claim was filed on any 
joint haul, the delivering carrier should find out whether it was 
a just claim and, if so, pay it, then “fight it out’ with the con- 
necting carrier if the responsibility rested on the latter. He 
warned that the motor carriers had “only 60 more days” in 
which to improve their freight claim handling, and that if the 
Commission proceeded with the investigation sought by the 
N. R. D. G. A. it would mean the holding of hearings that might 
be embarrassing to the respondents. 

Ben Leventhal, president of the C. M. F. A., said that if 
“only a handful” of the motor carriers in the Chicago area 
cooperated in the clearing house plan, ‘‘we might as well throw 
it out the window.” He expressed the view that the Commission 
would not be “a collection agency for anybody,” and said it had 
no authority to handle liability. 

R. B. Thornton, manager of the C. M. F. A., said that sev- 
eral other cities, including Detroit, Mich., Portland, Ore., and 
Indianapolis, Ind., had over-and-short clearing houses. He said 
the plan here was to receive daily reports from the carriers on 
overages and shortages and then to “publicize” the items re- 
ported, rather than to “match” them. He said 700 carriers were 
being asked to join in the “initial venture” in the Chicago area, 
and emphasized that it was not limited to C. M. F. A. members. 
Other details of the plan were discussed by Joseph Hizer, chair- 
man of the C. M. F. A. claims division. 


TRUCK EARNINGS 


Reports from 284 motor freight carriers, complied by the 
American Trucking Associations, Inc., show that those carriers 
for May had revenue of $19,669,197, expense of $18,941,079 and 
operating ratio of 96.3, as against revenue of $18,578,240, ex- 
pense of $18,722,687 and operating ratio of 100.8 in April, and 
revenue of $19,153,902, expense of $18,541,250, and operating 
ratio of 96.8 in May, 1943. Revenue in May was 5.9 per cent 
above April while expense increased 1.2 per cent. The A. T. A. 
said many trucking lines were still operating at a loss, 83 of the 
284 reporting carriers having reported losses. 

Reporting carriers in the eastern district had an operating 
ratio of 96.3 in May as against 99.9 in April and 98.8 in May, 
1943. Those in the southern region had an operating ratio of 
96.9 in May as against 98.6 in April and 96.8 in May, 1943. 
Western district carriers had an operating ratio of 96 in May 
as against 103.2 in April and 93.2 in May, 1943. 


Gasoline Rationing 


In a further effort to cut into black market dealings in 
gasoline, the Office of Price Administration has provided that 
qualified operators of fleets of official or commercial motor 
vehicles may use ration checks in paying for gasoline delivered 
into the tanks of units of their fleets. In explanation it said: 


The new method will substitute for the present one under which 
ration coupons are handed over by the drivers at the time the gasoline 
is transferred. 

The plan is designed to stop the flow of coupons and coupon books 
from drivers to fleet vehicles into the black market, by allowing the 
fleet operators to eliminate the handling of coupons by drivers. These 
‘‘floating’’ ration coupons have been an important source of supply of 
the market for illegal coupons. 

Now, effective July 14, 1944, large operators of fleets of official or com- 
mercial vehicles may set up ration bank accounts, designate certain 
gasoline dealers from whom they wish to buy gasoline on ration credit, 
and then mail to them once a week a ration check for the gasoline 
delivered into units of the fleet during the week. A tight record-keeping 
and reporting system is prescribed to prevent delinquencies. 

(Amendment No. 134 to Ration Order 50—Mileage Rationing: 
line Regulation—effective July 14, 1944.) 


Gaso- 


Inventory Coupons 


The gasoline inventory coupon would go out of existence 
July 15 as a ration evidence for transfer of gasoline, the Office 
of Price Administration announced, adding: 


This step is taken to wipe out a growing black market in these 
coupons, which was potentially more dangerous than in any other type 
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of coupon. The inventory coupon is the coupon issued directly to gaso- 
line dealers by their ration boards when they register their stations, 
or when they apply for replenishment of shortages due to evaporation, 
spillage or other legitimate causes, to make up the difference between 
allowed inventory and actual gasoline and coupons on hand. It is 
issued in 100-gallon and one-gallon denominations, and is good only for 
a dealer’s purchases of gasoline from his supplier. Its place in the 
ration system will be taken after July 15 by the gasoline deposit cer- 
tificate. 

Dealers will be given through July 24 to take inventory coupons 
they have on hand in to their local boards for exchange. Gasoline dis- 
tributors, during the same period, may deposit in their ration bank 
accounts coupons they have received from their dealers before July 15. 

(Amendment 135 to Ration Order 5C—Mileage Rationing: Gasoline 
Regulations—effective July 15, 1944.) 


PETROLEUM TRANSPORTATION 


In the week ended July 1, tank car shipments of crude oil 
and petroleum products into the Atlantic seaboard area aver- 
aged 709,113 barrels daily, as compared with 690,048 barrels 
a day in the preceding week, the Petroleum Administration for 
War announced. 

The P. A. W. said that the 24-inch pipeline from Texas 
delivered an average of 315,575 barrels daily into the New 
York-Philadelphia refining area in the week ended July 1, as 
against 304,403 barrels a day in the previous week, and that 
the 20-inch pipeline to the east pumped an average of 187,419 
barrels in the week ended July 1, compared with an average 
of 177,419 barrels daily in the preceding week. 

Deputy Administrator Davies, of the P. A. W., said that 
consumption of gasoline would reach an “all-time high” in 
July, August and September, with military requirements, ex- 
pected to total 40 per cent of all gasoline used, exceeding the 
quantity consumed by any other group of users—civilian pas- 
senger cars; trucks, busses and taxicabs, or industry and farm 
users. He said that the P. A. W. expected passenger cars to 
consume 27 per cent; trucks, busses and taxicabs, 20 per cent, 
and industry and farm users, 13 per cent of the total gasoline 
output in “the next 90 days.” He said that stocks of gasoline 
were continuing to decline as demand exceeded the refinery 
production of civilian grade gasoline. 


NEW YORK TRUCK-PIER COMMITTEE 


The long standing controversy between New York steam- 
ship companies and motor carriers which looks as if it might 
soon be settled through a newly organized truck-pier commit- 
tee of the Port of New York Authority which announced 
July 7 that it had scheduled a meeting on the subject for 
July 26. The committee is to act as an arbitration board. 

The meeting has been arranged because of pressure from 
motor carriers, through Arthur G. McKeever, president of the 
Motor Carriers’ Association of New York, whose organization 
recently adopted an eleven-point program designed to shift 
to steamship operators some of the burden of the responsibility 
for handling cargo delivered to the piers by trucks. Mr. 
McKeever said his association had a membership of several 
hundred truckers controlling thousands of trucks operating in 
the metropolitan area. 

Motor carriers have contended that their responsibility 
ended with the delivery of goods to pier bulkheads of the 
steamship to which they were consigned. Steamship operators, 
for the most part, have held that motor carriers should unload 
consignments where directed, whether it be at one or at 
several locations on the pier. 

The committee consists of five members with Edward K. 
Laux of the Port of New York Authority, as chairman. 


FRUEHAUF TRAILER PROGRESS 

In developing over 100 different types of trailers for 
military use, Fruehauf engineers have found many ways to 
improve commercial trailers, says the Fruehauf Trailer Co. 
Use of zinc-coated, paint-grip material in all steel sheets, to 
provide a “perfect” painting surface and protection against 
rust, is one of the latest improvements going into Fruehauf 
trailers, it says. 


ST. LOUIS TRUCK SURVEY 


The Motor Carrier Club of St. Louis, Mo., has announced 
that, beginning this month, it will undertake a survey of the 
motor carrier industry in the St. Louis area, for the purpose 
of obtaining such data about the over-the-road trucking busi- 
ness as total payroll, total number of employes, number of 
employes in various categories, training programs, terminal 
space occupied, whether properties are owned or rented, and 
other pertinent facts not presently available to persons seek- 
ing information about common carriers by truck. 

A committee of ten members will make the canvass, 
according to Pat Bogan, publicity chairman of the club. The 
committee plans to complete the survey by September 1. Carl 
Giessow, traffic director of the St. Louis Chamber of Com- 
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merce, has approved the program, suggested by Charles Morse 
of the L. A. Tucker Trucking Co., Mr. Bogan says. He adds 
that it is the hope of the St. Louis C. of C. and the Motor 
Carrier Club that the American Trucking Associations, Inc 
will adopt the idea and make it national in scope so as tg 
make available, “for the first time, true statistics of the indys. 
try on a nation-wide basis.” 


TRANSPORT EQUIPMENT 


Procedures whereby operators of transportation systems 
may obtain items of productive capital equipment costing more 
than $500 a unit were explained by the War Production Board 
The explanation was contained in Interpretation 2 of Preference 
Rating Order P-142, governing material entering into the opera- 
tion of transportation systems, said the W. P. B., adding: 


Items of productive capital equipment are not limited to rolling 
stock items such as locomotives and cars, but include all items which 
the particular operator normally charges to his capital account, the 
interpretation said. Examples are adzers and spike pullers (maintenance 
of way equipment), and lathes and drill presses (shop equipment). 

The interpretation says that Order P-142 permits operators to use 
their maintenance repair and operating supplies ratings under the order 
to buy minor items of productive capital equipment not exceeding $509 
per unit (excluding cost of labor), but that operators needing to buy 
such capital items costing more than $500 per unit (excluding cost of 
labor) may not do so under the provisions of P-142. The usual way to 
get these items, the interpretation says, is by applying on Forms WPR- 
541 (PD-1A) or WPB-1319, or other applicable forms (such as WPB-3131) 
for special items of equipment, or under Order L-41 if a construction job 
covered by that order is involved. 


NEW MILITARY VEHICLE—“WEASEL” 


A special rubber track, designed and developed in Akron, 
O., by the B. F. Goodrich Co., propels the “Weasel,” a new 
type military vehicle announced recently by the Ordnance De- 
partment, Army Service Forces, after the vehicle had been in 
secret production nearly two years by the Studebaker Cor- 
poration, South Bend, Ind., according to the B. F. Goodrich Co. 
The “Weasel,” it said, had been declared capable of operation 
over surfaces impossible to conventional wheel or other track- 
laying vehicles, largely because of its light weight and its broad 
tracks, extending the full length of the low-slung body. Used 
as personnel and cargo carrier for arctic reconnaissance or 
commando raids, it said, the “Weasel” seemingly “skimmed” 
along the ground “like its animal namesake, exerting ground 
pressure only about one-fourth that of a fully-equipped in- 
fantryman.” The Goodrich Company added that the “Weasel” 
was designed shortly after the fall of Corregidor when Jap 
forces were in the Aleutians and a major campaign in the 
north country seemed probable. 


CHEVROLET WAR MATERIAL OUTPUT 


_ The Chevrolet Motor Division of General Motors Corpora- 
tion has produced, since receiving its first contract from the 
Army Air Forces, a total of 113,750,455 pounds of aluminum 
aircraft forgings, “ranging from engine parts to 8-foot pro- 
peller blades,” and approximately 3,000,000 pounds of mag- 
nesium castings, used in Chevrolet-built Pratt & Whitney air- 
craft engines, according to M. E. Coyle, Chevrolet general 
manager and vice president of General Motors Corporation. 


U. S. RUBBER CO. RADIO CONCERT 


The U. S. Rubber Co. and the New York Philharmonic 
Symphony have announced that they will present, in a broad- 
cast over the C. B. S. network July 23, the world premiere of 
Dmitri Shostakovich’s version of Moussorgsky’s “Boris God- 
unov,” with Fritz Reiner conducting and with Alexander 
Kipnis, Metropolitan Opera bass, as guest soloist. 





ALASKA RAILROAD 

“Two diesel locomotives, the first in Alaska, have been 
placed in service on the Alaska Railroad’s line between Anchor- 
age and the new deep water terminus of the line at Whittier, 
a port so new that it does not appear on any maps of the ter- 
ritory now available to the public,” says the Department of 
the Interior. 

The locomotives were placed in service to avoid the ex- 
pense of providing a forced draft ventilating system for the 
two long tunnels on the route, said Benjamin W. Thoron, di- 
rector of the division of territories and island possessions of 
the department. Tests showed, said he, the tunnels, 13,090 feet 
and 4,910 feet long, would be unsafe for several hours after 
the passage of a coal burning locomotive without a ventilating 
system. 

The department, pointing out that the Alaska Railroad was 
completed in 1923 and that it lost $1,813,000 in its first full 
year of operation, said that the war “has boomed its traffic and 
in 1943 it had an operating profit of $4,501,264, a favorable re- 
turn on the approximately $75,000,000 the people of the United 
States have invested in it.” 
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Air Transportation 





Surface Carriers and Air Lines 


The Civil Aeronautics Board has issued its opinion in No. 
857. Investigation of local feeder and pick-up air service, agree- 
ing in part with findings of Examiners Madden and Beitel in 
their proposed report of February 9 (see Traffic World, Feb. 
12, p. 411). 

AWith respect to participation of surface carriers in air trans- 
portation, the board said it would adhere to its holding that 
surface carrier applicants would have to meet the test of section 
408(b) of the civil aeronautics act that “the transaction pro- 
posed will promote the public interest by enabling such carrier 
other than air carrier to use aircraft to public advantage in its 
operation and will not restrain competition.” 


The board said it was apparent that the provision of a 
short-haul and local service with aircraft would be, in a great 
measure, an experimental operation and constituted a problem 
“with respect to which we have little or no information of a 
factual nature.’”’ It was incumbent on it, it said, to authorize 
so-called local and feeder services, under certain safeguards for 
the over-all economy of our air transportation system and for 
the financial liability of the government in the form of mail 
compensation. Opposing the examiners’ recommendation that 
the amount of mail compensation payable on such local services 
be not in excess of 25 cents a mile, the board said it believed 
that that was a matter for appropriate legislation. 


Air Traffie Estimates 


Half-year traffic estimates for the domestic airlines show 
sizable increases in all departments, according to Colonel Edgar 
S.Gorrell, president of the Air Transport Association of America. 

“Revenue passenger-miles flown during the first six months 
are expected to exceed 888.6 million, an increase of 20 per cent 
over the 735.3 million passenger-miles flown in the first half of 
1943,” said he. 

Colonel Gorrell estimated mail pound-miles at 41.5 billion, 
which would be more than 30 per cent above the 31.9 billion 
reported in the first six months of 1943. Mail pounds carried 
are expected to reach 65.6 million, as compared with 50.5 million 
in the like period a year ago, a gain of more than 29 per cent. 

Express pound-miles flown by the domestic air carriers are 
estimated at 15.2 billion for the six-months period, an increase 


| of 4 per cent over the 14.5 billion reported in the first six months 


of 1943. Express pounds carried are estimated at 31.5 million, 
as compared with 28.7 million in the 1943 six-months period, a 
gain of more than 9 per cent. 


_ Domestic airline traffic estimates for the first six months 
this year as compared with like periods of 1943 and 1942 follow: 


Item First Half 1944 First Half 1943 First Half 1942 


Revenue passenger-miles ... 888,600,000 735,341,450 726,646,588 
Mail pound-miles ........... 41,572,000,000 31,936,867,978 17,538,843,482 
Mail pounds carried......... 65,600,000 50,504,847 28,607,256 
Express pound-miles ........ 15,227,000,000 14,580,244,112 9,704,511,266 
Express pounds carried...... 31,500,000 28,776,456 18,438,751 


) Postwar Air Cargo Research 


_East-bound movement by air of perishables of the lettuce 
variety from the Pacific coast and the return haul by air of 
manufactured products from Detroit to the west coast consti- 
tute the subject of a study now in progress as part of a re- 
Search program by the Edward S. Evans Transportation Re- 
Search, of Washington, D. C., according to an announcement 
by that organization. 

,._._The Evans Transportation Research described itself as a 
Jew research project” founded by Colonel Edward S. Evans, 
“Detroit industrialist and international loading authority, who 
initiated the Wayne University Air Cargo Research in Detroit 
in 1942.” It said its studies of postwar air cargo problems 
Were being made in collaboration with the Department of 
Agriculture and the Department of Commerce. One of the 
answers to those air cargo problems, it said, might be “tramp 


} Steamers of the air, sky-hauling the most perishable agricul- 


tural products to the principal consuming markets and bringing 
ack manufactured goods of high potential time value.” 

In addition to “the reciprocal sky-movement of perishables 
an manufactured goods,” the Evans research office said, the 
‘xtent to which surplus war transport planes could be converted 
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to practical peacetime use as contract carriers for domestic 
and foreign commerce. 


Reports to be Published 


“The findings of these studies and actual experiments will 
be published periodically as a public service and are intended 
to provide an overall picture of post-war freight transporta- 
tion,” it said. 

It was stated in the announcement that the Evans Trans- 
portation Research and the Agriculture and Commerce De- 
partments would work with all air lines, and that the order 
of participation by the air lines, on invitation, would depend 
on the commodities chosen and the geographical centers they 
served. The Evans research office said the movement by air 
of agricultural perishables from production areas to consum- 
ing centers was being scientifically studied by the division of 
marketing and transportation research in the Agriculture De- 
partment’s Bureau of Agricultural Economics, that the United 
Fruit and Vegetable Association and the Detroit Board of 
Commerce also were collaborating, and that Allen Dean, man- 
ager of the transportation bureau of the Detroit Board of 
Commerce, was a consultant on the project. Air transport of 
manufcatured articles was being studied by the Bureau of 
Foreign and Domestic Commerce, in the Commerce Depart- 
ment, it was stated. 


It was announced that Colonel L. H. Brittin, “pioneer air 
line operator and founder of the Northwest Airlines, and more 
recently consultant for the Aeronautical Chamber of Commerce 
and for the Wayne University Air Cargo Research,” had been 
named director of the Evans Transportation Research, with 
headquarters in Washington. 


The announcement included the following statement by 
Colonel Evans: 


Whether the best postwar interests of the consumer, the producer, 
and the manufacturer will lie in the fleet operation of contract carriers 
will be indicated through research. Contract carriers could serve as 
tramp steamers of the air, able to go where the business lies, per- 
mitting the most direct interchange between the leading agricultural 
producing areas of the country and the principal manufacturing centers 
at the lowest cost with the greatest saving of time. They would give 
great flexibility to our transport service in both the foreign and domes- 
tic fields. They will offer opportunities to our existing air line oper- 
ators who desire to broaden their services as well as to those who de- 
sire the opportunity to undertake innovations in the field of air 
transport. 


Airerait Postwar Problems 


Aircraft manufacturers through the Aeronautical Cham- 
ber of Commerce of America, Inc., and its officers have sub- 
mitted to the war contracts subcommittee of the Senate com- 
mittee on military affairs their views on plans for converting 
the aircraft industry to peatetime operations. 

Emphasizing that the United States must have air power 
in order to keep the peace after winning the war and to 
promote the general welfare, the industry spokesman said 
there must be maintained a strong aircraft manufacturing in- 
dustry, with continuing world leadership in research and de- 
velopment. 

Aircraft manufacturers, it was pointed out, could not go 
back to the production of motor cars as would the automotive 
industry at the end of the war. If the need for continuing 
air power were ignored, it was stated, aircraft manufacturing 
companies would face a diminishing demand. 


“An investment in air power will pay rich dividends in 
future security, economic progress, employment, and in the 
broad advance of our civilization,” the subcommittee was told. 

“Maintenance of air power is the master need as we move 
the aircraft industry from war to peace. Technological develop- 
ment through competitive industry is the key to air power. 
In light of the proven decisive character of air power, we rec- 
ommend new legislation restating as national policy the prin- 
ciple of advancing technological development of aviation 
through competitive private industry.” 

As to the disposal of surplus aircraft by the government 
at the end of the war, the aircraft manufacturers had the fol- 
lowing to say with respect to planes primarily useful for sched- 
uled transport operations: 


No price favors should be shown in the disposal of surplus trans- 
port planes. The sale of planes should not be made the instrument of 
a subsidy. 

Wherever practicable sales should be made through the manufac- 
turers who originated the design. 

Overhaul and reconversion should be made only by qualified manu- 
facturers. 

Disposal practice should be governed by the basic principle that 
the national interest requires that the United States maintain the 
strongest possible manufacturing and transport industries. 
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This policy requires the judicious release of surplus aircraft and 
parts. 
Great care must be exercised to assure continuance of design, de- 


velopment and market. Manufacturers are clearly dependent on a sound 
transport industry. 


Although it may not be practical to establish, at this time, and 
without consideration of many factors, whether disposal should be by 
sale or lease, care must be taken to assure that control is provided to 
eliminate the possibility of pressure developing in later years to con- 
tinue operation of wartime planes. With this consideration, leasing 
seems to provide the best control in most cases if limited to 2 or 3 
years. Consideration should be given to the effect that the planes, 
leased or sold, will have on the sound progressive development of two 
vital industries—air transport and manufacturing. 


Civilian Production 


With respect to development of civilian aircraft produc- 
tion and transport airlines, the industry said: 


The aircraft industry, to meet the demands of an air-minded pub- 
lic, should be planning on the type of products which it hopes to manu- 
facture at the end of the war, and should be taking all steps possible 
for the development, tooling, production and marketing of these prod- 
ucts. Experience gained in aerodynamically clean airplanes for com- 
mercial use has made and can continue to make great contributions to 
the design of efficient military aircraft. In order that the nation may 
have a strong and virile postwar aircraft industry, the government 
should now permit and encourage companies to use a part of their 
engineering, tooling, and manufacturing facilities for the development 
of civilian aircraft. The government should make available to each 
cost-plus-fixed-fee, as well as fixed-price manufacturer at a nominal 
cost the design and engineering data, tooling and other facilities de- 
veloped for his own military aircraft which might be adaptable, at 
least in part, to his civilian aircraft. 

As long as there is no interference with the war effort, it is un- 
doubtedly to the benefit of the country as a whole to have all oppor- 
tunities for postwar employment prepared for in advance, so that pro- 
duction and employment may start promptly when the war ends. Domes- 
tic and foreign sales markets should then be opened to free, private 
competition, subject, of course, to national security requirements. 


Transport Airlines 


Other steps which the government should take in the very imme- 
diate future are the establishment of policies covering the following 
items and the informing of the aircraft industry of its policies in re- 
gard to transport airlines on the following subjects: 

1. Development of a planned and integrated feeder-line system. 

2. Every effort should be made to increase the use of airmail as 


soon as equipment is available and whenever such transportation shall 
speed delivery. 


3. Immediate release of more airplanes to the airlines. 
4. Further development of main lines—both foreign and domestic. 


The subcommittee was told that the rate of net profits 
on sales volume in aircraft was the lowest of any industry 
engaged in war production, amounting to but 1.8 per cent in 
1943. The entire working capital of the aircraft industry would 
not equal one month’s operating costs at present production 
rates, according to the testimony. It was obvious, therefore, it 
was stated, that the industry, while eager to do its full share 
in the conversion period, could be of very little help in assuming 


financial responsibilities of the manpower demobilization and 
reemployment process. 


“Want No Subsidy” 


“The aircraft manufacturers want no subsidy, but do 
suggest a national air policy which will allow the industry to 
maintain leadership and design and preparedness to resume 
large scale military production at any time if it should be 
necessary,” they told the subcommittee. 

“It is suggested, that some proportion of existing aircraft 
plants which are not needed for aircraft or other production 
be kept available for war production in the event of national 
emergency. 

“All possible methods should be used to train the youth 
of the country in aircraft and in technical matters. 

“The established aircraft manufacturers should be utilized 
by the armed forces in handling the modification and repair 
of military aircraft in various locations throughout the world.” 


War and Navy Departments 


Robert P. Patterson, Undersecretary of War, and Artemus 
L. Gates, Assistant Secretary of the Navy for Air, took posi- 
tions similar to that of the Aeronautical Chamber of Commerce 
with respect to maintenance of a large air force to keep the 
peace after the war and to development of civil aviation, in 
testimony before the subcommittee. 


RAIL AIR EXPRESS TRAFFIC 
Air express shipments destined to or originating at “non- 
airport” cities and therefore handled part way by rail in- 
creased by 14.3 per cent in the first five months of this year 
over the corresponding period of 1943, a total of 180,464 such 
shipments having been transported up to June 1 this year, as 
against a total of 157,885 in the first five months of 1943, 





TRAFFIC WORLD 





according to the air express division of the Railway Expres; 
Agency. Revenue on this traffic increased 9.4 per cent, on the 
same basis of comparison, the division reported. It said that 
combination rail-air shipments in May totaled 36,598, represent. 
ing a 12 per cent gain over May, 1943. 


Air Certificate Applications 


Shanghai, China, Tokio, Japan, and islands of the Pacific 
that have experienced and are experiencing bombing, or bomb. 
ing and invasion, by American forces, are mentioned in an 
application filed with the Civil Aeronautics Board, in No. 149]. 
In that docket, Hawaiian Airlines, Ltd., of Honolulu, Hawaii, 
asks authority to establish air routes between the termina] 
points Honolulu and Shanghai, via the intermediate points of 
Midway and Tokio; and between the terminal points of Hono. 
lulu and Manila, P I.., via (1) Wake and Saipan, and (2) 
Johnston, the Marshall Islands, Ponape, Truk, and Palau, “all 
of the foregoing intermediate points being islands in the west. 
ern central Pacific.” 

The application said that, in No. 851, involving an applica- 
tion for a route between Honolulu and San Francisco and 
Los Angeles, Calif., the Inter-Island Steamship Co., Ltd., own- 
ing 80 per cent of Hawaiian Airlines outstanding stock, had 
proposed divestiture of the control of the applicant by the 
steamship company. If not accomplished prior to hearings on 
the instant application, the applicant would propose such divesti- 
ture in those proceedings, it said, the certificate to be issued 
subject to the condition that such divestiture be accomplished, 

Other new applications filed with the C. A. B. follow: 


No. 1484 to No. 1488, inclusive, cover applications for approval of 
interlocking relationships of various officers and directors of Western 
Air Lines, Inc., and as officers and directors of Inland Air Lines, Inc., 
as follows: No. 1484, L. H. Dwerlkotte, as executive vice-president and 
director of Western and of Inland; No. 1485, Charlie N. James, as vice- 
president of both Western and Inland; No. 1486, Thomas Wolfe, as 
vice-president of both Western and Inland; No. 1487, Paul E. Sullivan, 
as vice-president of Western and as an officer and director of Inland; 


and No. 1488, J. J. Taylor, as an officer of Western, and as an officer 
and director of Inland. 


No. 1489, William Beatus, Nogalez, Ariz.: certificate to engage as 
air carrier along the United States-Mexican border, between San Diego, 
Calif., and Brownsville, Tex., and to the following points: El Centro, 
Calif.; Yuma and Douglas, Ariz.; El Paso, Marfa, Del Rio, Eagle Pass, 
Laredo, McAllen, and Harlingen, Tex. The applicant says buyers of 
perishables have no direct air connection with most of these points and 
that speed is essential in the marketing of thousands of cars of perish- 
ables from the area between September and May. 

No. 1490, North Central Airlines, Chicago, Ill.: scheduled trans- 
portation of persons, property, and mail, including automatic air mail 
pick-up service, over eight routes, between points in Minnesota, South 
Dakota, North Dakota, Wisconsin, Illinois, and Michigan, and between 
Duluth, Minn., and Chicago, via two routes. 


T. A. of A. on Carrier Regulation 


In a letter to all Chambers of Commerce in the United 
States and to 25,000 farm, business and civic leaders, the Trans- 
portation Association of America has advocated “a complete 
re-appraisal of national transportation policy by Congress 
and adoption of such a postwar pattern for regulation of com- 
con carriers as will give prime consideration to shippers’ and 
consumers’ needs and afford an opportunity for private capital 
to obtain “a fair return when invested in the (common carrier) 
industry as a whole.” 

Describing its letter as an answer to “the opposition of the 
American Trucking Associations, Inc., and the Air Transport 
Association of America to referendum No. 83 of the United 
States Chamber of Commerce,” the T. A. of A. said that out- 
moded principles of regulation and the promotion of one form 
of transport as against another would “lead to financial default 
of essential instrumentalities and to ultimate government 
ownership in the postwar period.” ; 

The T. A. of A. took the position that the declarations set 
forth in C. of C. referendum No. 83 were in the public interest 
as a first step looking to the preservation of private owner- 
ship for the common carrier industry and to the assurance of 
the most convenient and efficient transportation services at the 
lowest possible cost to the public. 


Abolish C. A. B., Conn Says 


Donald D. Conn, executive vice president of the T. A. of A., 
in a statement issued in connection with the announcement 0 
the T. A. of A. letter said that the Civil Aeronautics Board 
should be abolished and that regulation of all domestic common 
carriers should be centralized in “a reorganized Interstate 
Commerce Commission, dedicated to the primary respon 
bility of administering regulation so as to assure the patron - 
the most dependable, efficient service, regardless of facility, @ 
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the lowest cost consistent with preserving a sound credit posi- 
tion for the industry as a whole.” He underscored the words 
“egardless of facility.” 

He said the American Trucking Associations, Inc., was a 
‘self-interest group” that was seeking to maintain an unecon- 
omic structure among common carrier trucking companies by 
asking the public to pay a constantly increased level of rates. 
He said the A. T. A. last May asked the Commission to increase 
rail rates for the purpose of diverting tonnage to truck lines, 
that the A. T. A. offered no constructive solution to the trans- 
portation problem, and that it was concerned only with pro- 
moting its own interests. 

“Air Transport Association, cushioned by the promotional 
activities of the Civil Aeronautics Board,” he continued, “is 
engaged in building a great dynasty in the air for the exclusive 
benefit of investors in a few air lines. At present, five such 
lines handle 90 per cent of the traffic. 


















C. A. B. and Surface Carriers 


“The Civil Aeronautics Board has placed its own inter- 
pretation upon the civil aeronautics act. It has ruled that Con- 
gress intended to prohibit any surface forms of transport from 
engaging in air services, or owning any part of existing air 
lines. This board has no responsibility whatever to the trans- 
portation problem as a whole. So far as domestic carriers are 
concerned, it is interested only in the promotion of air lines. 
It permits a duplication of facilities, and encourages wastes 
without parallel in the history of the indutry. It proposes that 
the benefits derived from the vast outlays of government and 
municipal expenditures for the building of airports and the 
furnishing of essential air supervision shall be denied to sur- 
face carriers who seek an opportunity to coordinate all types 
of services. 


“As soon as possible Congress should explore this whole 
problem in the light of experience of the past 25 years. It 
should resolve a philosophy of organization and a structure 
within all parts of this industry from the standpoint of what is 
best for the traveler, the shipper and the consumer—not for 
the purpose of promoting the self interests of those who own 
any particular type of transportation. Transportation facilities 
are ‘tools.’ Any contracting agency should be permitted to offer 
acomplete transportation service—to use the particular ‘tool’ 
— will most efficiently do the job under any given set of 
conditions.” 






































SALE OF MAYFLOWER AIRLINES 


Acting on a petition by Northeast Airlines, Inc., for recon- 
sideration of the board’s order in No. 1083, Acquisition of May- 
flower Airlines, Inc., by Northeast Airlines, Inc. (see Traffic 
World, June 17, p. 1644), the Civil Aeronautics Board has issued 
an order (serial No. 2959) reopening the record in that pro- 
ceeding “in order that certain additional evidence relating to the 
purchase price involved in the acquisition proposed in said appli- 
cation might be introduced by affidavit.” The board, in its order 
authorizing the acquisition of Mayflower by Northeast, had lim- 
ited the purchase price to $10,000. 















HUGHES CONTROL OF T. W. A. 


Approval by the Civil Aeronautics Board of acquisition of 
control by Hughes Tool Company of Transcontinental and West- 
em Air, Inc., under section 408 of the civil aeronautics act of 
1938, as amended, subject to certain conditions, has been recom- 
mended by Examiner F. A. Law, Jr., in No. 1182, Hughes Tool 
Company Control of T. W. A. 

The Hughes Tool Company, Houston Tex., manufacturer of 
tock bits, tool joints and high pressure valves for the oil well 
drilling industry, is a Delaware corporation, all the stock of 
Which is owned by Howard R. Hughes, the well known aviator 
and aeronautical engineer, according to the report. The total 
Investment of Hughes Tool in the stock of T. W. A. is approxi- 
mately $5,505,000. At the end of 1942, the report continued, 
Hughes Tool owned 440,050 shares or 45.6 per cent of a total of 

5,173 shares outstanding. Applicant stipulated that the stock 
owned constituted control. 

Examiner Law recommended that the board find that con- 
trol by Hughes Tool of T. W. A. was not inconsistent with the 
Public interest so long as commercial transactions between them 
or between T. W. A. and any affiliate or subsidiary of Hughes 
Tool was limited to aircraft parts or accessories, the complete 
€m price of which did not exceed $25 each, with the further 
imitation that the total annual expenditure therefor by either 
Party should not exceed $10,000. He said it should be further 
Provided that the board “shall retain jurisdiction in this pro- 
‘ceding to take appropriate action, upon breach of this condi- 
lon or upon petition for waiver thereof in any manner what- 
Soever, and that the restriction shall not affect the existing con- 
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tractual right of applicant to reacquire Constellation aircraft 
through T. W. A.” 


PAN AMERICAN EXCURSION FARES 


Establishment of special excursion fares for travel on 
trans-Atlantic Clippers from New York City to Shediac, New 
Brunswick, and Botwood, Newfoundland, has been announced 
by Pan American World Airways. The excursion fares would 
be effective from June 30 through October 15, according to the 
announcement. Pan American said that fuel requirements for 
the short flights to Shediac and Botwood were such that space 
was available on these flights that was not available for the 
remainder of the Clipper route, over the Atlantic to Eire. 


PAN AMERICAN PASSENGER SERVICE 


Means of maintaining uniformly high standards of service 
for passengers on Pan American World Airways, irrespective of 
the countries or continents over which its transport planes were 
operating, were studied in a conference of representatives of 
the passenger service department of Pan American, from many 
points in the western hemisphere, in New York City, according 
to a Pan American World Airways announcement. Harold W. 
Houston, passenger service department manager, was in charge 
of the conference. V. E. Chenea, vice-president and general 
traffic manager of Pan American, stated at the conference that 
in the early stages of airline operations, the traveler was most 
concerned with the technical aspect of flying—‘“whether it was 
safe or not’”—but that now, “with the safety of flight assured,” 
the traveler looked for service. 


W. P. B. AIRCRAFT CONTROL 


New regulations governing the production and sale of air- 
planes, aircraft products and training devices for essential 
civilian use have been announced by the War Production Board, 
with the issuance of a revised version of Limitation Order L-48, 
entitled “Civilian Aircraft.” In a statement the W. P. B. said: 


The new regulations expand the controls of the Aircraft Production 
Board to include all types of civilian aircraft whereas only planes of 
500 horsepower and less were formerly governed. The regulations also 
extend provisions of order L-48 to cover engines, propellers, gliders, 
airframes and training devices that were not controlled previously by 
the order. 

The major intent of the revised order is to provide a simple pro- 
cedure under which A. P. B. can evaluate essential civilian require- 
ments and authorize manufacturers to fill approved orders. Heretofore 
all essential civilian orders had to be filled by effecting a diversion 
from military production. The revised order will make it possible for 
aircraft manufacturers to meet specific civilian requirements that have 
been certified as essential by A. P. B. instead of dipping into military 
production on a piecemeal basis to satisfy such civilian needs. 


AMERICAN AIRLINES OPERATIONS 

Plane-miles flown in May by American Airlines crews, both 
over trans-Atlantic routes under contract to the Air Transport 
Commandan d over the domestic routes of American, showed a 
substantial increase over the preceding month, according to a re- 
port by that air carrier. It said that pre-invasion acceleration in 
delivery from this country of cargo and personnel for the Euro- 
pean fronts accounted for an increase in the trans-Atlantic figures 
from a million plane-miles flown in March and again in April 
to 1,349,694 plane-miles flown in May, the May total represent- 
ing 366 north Atlantic crossings for the A. T. C., as against 
222 in April. On its domestic routes, according to the air- 
line report, American flew 2,847,839 plane-miles in May, repre- 
senting increases of 13.3 per cent over April and 31.1 per cent 
over May, 1943. It said that pound-miles of mail and express 
flown reached a total of 2,520,897,109 in May, ‘“‘up 32 per cent 
over May last year,” and that revenue passenger miles flown 
totaling 47,977,772 in May, were 18.6 per cent higher that the 
April total and 30.3 per cent above the May, 1943, figure. 


CONTAINERS FOR AIR CARGOES 


Airlines ought to get together immediately on a uniform 
container rule before waiting for the postwar rush when in- 
creased competition and other distractions will make such an 
agreement more and more difficult to attain as time goes on, 
according to J. D. Malcolmson, chief, technical section, paper- 
board division, War Production Board. The corrugated fibre 
box, said he, was ideal for air cargo shipments. He said one of 
the reasons for the widespread use of fibre containers for rail 
shipments “was the far-sighted effort of the industry in its early 
days to secure uniform specifications for shipment by rail, 
_freight and express. As a result, Rule 41 of the Consolidated 
Freight Classification carries detailed specifications for the 
method of manufacturing, testing and loading of fibre containers 
for nearly one thousand different railroads and steamship lines 
handling domestic freight in the United States and Canada. Sim- 
ilarly Rule 18 of the Official Express Classification does. the 
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same for shipments by express and both of these rules have been 
in effect for some thirty-five years, which means that they have 
stood the test of time.” ; 

Mr. Malcolmson said that, unfortunately, “the highway 
trucks have never seen fit to adopt a similar uniform rule so 
that the container situation here is very unsatisfactory and 
would be worse were it not for the fact that most shippers over 
the highways use their regular freight or express containers.” 


St. Lawrence Waterway 


“The basic idea of the St. Lawrence is to take the taxpay- 
ers’ money and use it to build and maintain a free right-of-way 
for water-borne traffic, which would compete with the railroads 
now so adequately serving our community,” said Representative 
Kunkel, of Pennsylvania, in a statement in a Congressional 
Record appendix dated July 7. 

He said there were thousands of railroad employes in his 
district who knew that the net result of “such a program” 
would be to render them jobless, and he expressed the view 
that shippers using rail transportation services would be “placed 
at a strong disadvantage” if freight from the Great Lakes re- 
gion were “floated . . . down the St. Lawrence on the back 
of a government subsidy.” He recalled that he had stated 
early in 1942 that there was a strong probability the St. Law- 
rence project, if undertaken, would have to be abandoned be- 
cause of then unforeseen shortages of strategic materials. 
Continuing, he said, in part: 


The past 2 years have proven that my viewpoint and analysis was 
correct and farsighted. Subsequent events have borne out my predic- 
tion. At many times the boys in the Service who are fighting so vali- 
antly have been short of tanks, planes, guns, ammunition, and other 
items essential to successful warfare. They would have had fewer if 
men and materials had been diverted from the factory and the as- 
sembly line to the St. Lawrence sinkhole. They still need all we can 
give them. We still have many shortages on the civilian home front. 

To start this canal now would be as ridiculous as it was then. When 
we can start to turn our swords into plowshares, we will face a crying 
need of materials with which to create those many articles required by 
a starved civilian economy crying for expansion. Returning servicemen 
and women, citizens on the home front, all will want and need auto- 
mobiles, refrigerators, and thousands of other articles. We must use 
what we have to supply this demand. 

Certainly, no one can contend that there has been any trouble with 
transportation during this war period. And, can anyone point to any 
real use that the St. Lawrence would have served in the war effort if 
it had been completely built and in operation even before the war 
started? It seems to me that it is most embarrassing for those who 
urged it and testified for it in 1941-42 to come before congressional 
committees and tell that same story again. 


British Aid to U. 8. Ships 


Foreign Economic Administrator Crowley has issued a 
statement summarizing ‘reverse lend-lease’’ received by the 
United States from Great Britain in the form of services for 
American ships and transportation services performed by 
British vessels. 

He said that British Ministry of War Transport estimates 
indicated that more than $66,400,000 of repairs, fuel, stores and 
services including stevedoring had been received without pay- 
ment by the United States, by merchant ships operated for 
the War Shipping Administration, in ports of the United King- 
dom and British colonies and “specially designated areas,” and 
that this total covered operations up to May 1, 1944. In addi- 
tion, he said, there had been “substantial outlays” by the 
United Kingdom for the transportation of hundreds of thou- 
sands of American soldiers, sailors, Red Cross workers and 
other U. S. personnel to various parts of the world, under “re- 
verse lend-lease.”’ Among British ships so used he stated, were 
the passenger liners Queen Mary and Queen Elizabeth. 

His statement included the following: 


An important factor in the program has been the work performed 
by the British yards on American tonnage diverted to the Russian serv- 
ice. A ship reaching a British port, and finding emergency cargo needed 
by the Soviet allies, is moved to a yard for special fittings. Her bow is 
strengthened to offset ice formations and her equipment specially pre- 
pared for the unusually cold weather in the northern waters. In the 
nose of the ship special pilings are installed to offset the crush of ice, 
the ship’s deck lines are insulated, special type fuel is loaded and spe- 
cial war clothing and food are placed aboard for officers and crew. The 
deck lines must be protected to prevent freezing, in order that steam 
be available for the operation of the ship’s winches in the cold tem- 
peratures of the Russian ports. 

A large share of the reverse lend-lease aid extended to American 
ships covers the expenses of operation that are not associated with 
emergency. An important item is the wages paid stevedores handling 
the thousands of tons of war materials that have moved into the 
British Isles in the last two years. The British Ministry of War Trans- 
port pays these as well as the fees of agents that direct the operations 
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of the ships and port charges arising from these operations. A fund of 
English currency has been set up by the British Ministry to be drawn 
upon by the War Shipping Administration to meet these expenses, just 
as a dollar fund is drawn upon in the United States to meet expenses 
attached to the servicing of British ships as direct lend-lease. 

The term ‘‘service’’ as affecting reverse lend-lease covers a variety 
of activities. For example, the British provide transportation on British 
ships for American seamen on their way to board W. S. A. ships in 
various parts of the world and the W. S. A. retains the income re. 
ceived in the form of charges for carrying freight in British-owneq 
ships allocated to the United States government. Also, the British have 
supplied tools, technical assistance including designs and plans, upon 
which a dollar value cannot be fixed. 

The W. S. A. tankers and dry cargo ships receive emergency re. 
pairs, stores and oil as reverse lend-lease in the following maritime 
colonies, protectorates and mandated areas of the British colonial em- 
pire, as well as the United Kingdom and Northern Ireland; Aden, Ba- 
hamas, Barbados, Bermuda, British Guiana, British Honduras, British 
Solomon Islands, Ceylon, Cyprus, Falkland Islands, Fiji, Gambia, 
Gibraltar, Gilbert and Ellice Islands, Gold Coast, Jamaica, Kenya, Lee 
ward Islands, Malta, Mauritius, Nigeria, Palestine, St. Helena anq 
Ascension, Seychelles, Sierra Leone, Somaliland, Tanganyika Territory, 
Tonga, Trinidad and Tobago, Windward Islands, Zanzibar. They re. 
ceive similar aid as reverse lend-yease in Italian Somaliland, Eritrea, 
Libya, Cyrenaica, Tripolitania. 

In British ports in South Africa, tanker disbursements and oj] 
bunkering are furnished W. S. A. tankers and dry cargo vessels as 
reverse lend-lease, and oil bunkering is furnished in reverse lend-lease 
in India, Persia, Iraq, Egypt and Bahrein. 


SHIPPING SITUATION 


Vice Admiral Emory S. Land, U. S. N. (retired), chairman 
of the Maritime Commission and War Shipping Administrator, 
in a statement issued July 13, said: 


Military requirements for merchant ships are increasing. The rising 
tempo of our military and naval campaigns places greater burdens on 
the merchant fleet for the transportation of men and supplies to and 
in all theatres. There are no immediate ‘‘cutbacks’’ or ‘‘reconversions” 
in prospect for ship building or ship operations. Our entire shipping 
effort must be given to fulfill military demands. Until these require- 
ments are satisfied to the maximum of our ability, we cannot enter- 
tain requests for the diversion of any additional shipping to any service 
not directly connected with the United Nations’ military or naval needs 
or to the movement of lend-lease cargoes, and the importation of essen- 
tial raw products to carry out our military needs. 

There have appeared, particularly in the trade and technical press, 
general comments about ‘‘the materially improved shipping situation.” 
If by that it is meant to suggest that there appears a likelihood of 
diversion in the immediate future of a number of ships to commercial, 
non-military purposes, then the author is doing the shipping industry 
a disservice. Such a comment also embarrasses the War Shipping Ad- 
ministration; ship operators who are serving the government as agents 
for our hard working merchant fleet; and the shippers of this country 
and our Allies. 

I cannot over-emphasize the fact that the greater our military suc- 
cesses aS we approach the main targets east and west, the greater the 
demands and burdens faced by the merchant fleet. For example, there 
are at present about 5,000,000 tons of shipping under the United States 
flag engaged in various shuttle services in the three principal war 
areas. This means that many of these ships that would normally be 
operating to and from the United States are indefinitely assigned to 
activities in the war theatres where they are serving the theatre com- 
manders directly. 

Another pertinent example is found in the Air Force’s constantly 
increasing demand for high octane gasoline abroad. Their requirements 
have been stepped up tremendously of late and there is no prospect of 
slacking off. This means urgent demands for tankers. 

These are merely two examples that could be given to illustrate 
the tight situation of our shipping. It is a condition we should all be 
aware of if we are to produce the required ships and send them where 
they are needed. The men and supplies must continue to flow without 
interruption if military and naval forces are to go on with their heroic 
tasks. 

I cannot prophesy accurately what the future may have in store. 
I can say, however, that I do not agree with statements to the effect 
that ‘‘the shipping situation is materially improved.’’ It is, in general, 
the opinion of the War Shipping Administration that an extremely 
tight shipping situation will continue throughout the third quarter of 
this year and probably throughout the fourth. 


MARINE INSPECTION AT HOUSTON 
Vice Admiral Waesche, commandant of the coast guard, 


has announced the establishment by the coast guard of a marine 
inspection office at Houston, Tex. 


M. C. MATERIAL STORAGE PLAN 

The Maritime Commission has announced that “unrequired 
and surplus” material from its shipyards and termination 1n- 
ventories from plants of contractors having Maritime Commis- 
sion contracts will be “centralized” in open storage spaces. 

“Many Maritime Commission shipyards,” it said, “are 
changing to new-type vessel construction and are reporting 
considerable quantities of unrequired material originally 1 
tended for use in the construction of other type vessels. At- 
rival of a large volume of material for the new-type vessels 
has created a serious storage problem in some yards, and In 4 
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Snilebuker sills. 
AMERICAS 20,000 FLORISTS 


HE nation’s 20,000 florists saved more than 290,- 
000,000 vehicle-miles in the delivery of flowers and 
plants in 1943, as compared with pre-war year 1941, 
according to a report submitted by the National Florists 
Advisory Council to the Office of Defense Transportation. 


This saving was a reduction of 58 per cent. Operat- 
ing mileage was cut from approximately 518,000,000 
vehicle-miles in 1941 to about 228,000,- 

000 miles last year — with a consequent 
economy of about 19,000,000 gallons 
of gasoline. 

The Office of Defense Transportation 
said that the florists’ saving in vehicle 
mileage resulted from their cooperation 
with the ODT’s program for the con- 
servation of motor vehicles, gasoline, 
tires, replacement parts and manpower. 


Studebaker’s special booklet 
highly commended by florists 


Thousands of copies of Studebaker’s 


STU DEBAKER 


NOW BUILDING WRIGHT CYCLONE ENGINES : 
FOR THE BOEING FLYING FORTRESS—-MULTIPLE-DRIVE 
MILITARY TRUCKS—OTHER VITAL WAR MATERIEL 


Studebaker Truck Division, Dept.TW7, South Bend 27, Ind. 
Send free material checked: 


booklet— ‘Wartime Information for the Delivery Truck 
Operator”—are now in daily use by florists in all sec- 
tions of the nation. 

This booklet, available free, is a concise, indexed 
summary of ODT regulations on deliveries. It contains, 
in addition, a wealth of timely information on the war- 
time care of delivery vehicles and tires. 


Get your sample copy of this 
useful booklet and companion folder 


Regardless of the business you’re in, if 
you make deliveries, you'll save time and 
worry by having Studebaker’s booklet and 
folder at hand for ready reference. 


The information they contain has been 
highly commended by the Office of De- 
fense Transportation. 


MAIL THIS COUPON 


! 
' 
J 


O Wartime Information for the Delivery Truck Operator. 
O “Quick Reminder” folder. 
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a of instances has interfered with the operation of 
yards... 

“Maritime Commission surpluses from the east coast and 
Great Lakes regions will be stored in a plot recently leased 
by the commission at Reading, Pa. Negotiations are still un- 


der way for open storage spaces for material from the Gulf 
and west coast yards.” 


W. S. A. RATE ACTION 


The War Shipping Administration has issued rate advice 
No. 92, covering rates and surcharges, tankers, petroluem and 
petroleum products in bulk, from Netherlands West Indies and 
the Panama Canal Zone to Central America, and rate advice 


No. 93, same from Trinidad to the Windward and Leeward 
Islands. 


W. S. A. HULL AND CARGO INSURANCE 


The War Shipping Administration has issued supplement 6 
to its revised general order 6, relating to hull and cargo insur- 
ance claims. The supplement, after quoting relevant provisions 
of section 225 of the merchant marine act, 1936, as amended, 
sets forth the following provisions: 


(b) Determination of disagreement. No agreement exists between 
an assured and the War Shipping Administration with respect to any 
hull or cargo insurance claim heretofore presented to the Administra- 
tion, except in cases where the Administrator or his duly authorized 
representative has specifically rejected such claim in writing. 

(c) Statement of rejection of claim. In any case of doubt as to the 
status of a claim, an assured will, upon a request in writing to the chief 
adjuster, division of wartime insurance, be furnished with a written 
statement as to whether or not such claim has been rejected. If no such 
statement is furnished within sixty days after such request, the claim 
shall be deemed to have been rejected by the Administration as of the 
sixtieth day after the date of such request. 

(d) Reservations. War Shipping Administration reserves all its 
rights and defenses under its policies and otherwise with respect to 
claims not presented within the time fixed by any legal or contractual 
requirement. 


W. S. A. GENERAL AGENTS 


Vice Admiral Land, chairman of the Maritime Commission 
and war shipping administrator, has announced that only in 
cases of extraordinary operational developments “not foreseen 
at this time” will there be any expansion of the present list of 
War Shipping Administration general agents for the operation 
of new dry cargo ships and tankers built for the Maritime Com- 
mission. Some additional designations of general agents might 
be made in the event an applicant entered into a satisfactory 
program with the commission for the purchase or acquisition of 
vessels, he said. He stated that there were now 75 general 
agents who had been approved as eligible for assignment of new 
dry-cargo vessels, that 17 companies had been designated to 
operate the fleet of new tankers, and that about 12 agents, not 
eligible for allocation of new dry-cargo or tanker vessels, had 
been appointed for operation of certain older types of ships with 
which they were familiar, or because they had specialized ex- 
perience in certain trades. 


W. S. A. PROMOTION FOR SCHELL 


Vice Admiral Emory S. Land, administrator, War Shipping 
Administration, has announced that S. D. Schell has been desig- 
nated executive deputy administrator for the War Shipping Ad- 
ministration. Mr. Schell will continue to serve as executive di- 
rector of the Maritime Commission. 

Mr. Schell has had 25 years’ continuous service with the 
government in all phases of shipping activities. Previously he 
had been engaged in railroad traffic work and served more than 
a year in France in the last war with the Corps of Engineers. 
He is a native of Maryland, a lawyer and a member of Maryland 
and federal bars. 

Mr. Schell joined the Shipping Board and Merchant Fleet 
Corporation in 1919. He served in Washington and in field 
offices and became chairman of the board of trustees and presi- 
dent of the United States Shipping Board Merchant Fleet Cor- 
poration. First director of transportation of the Maritime Com- 
mission, he served as assistant to the chairman for several years 
and has served as executive director of the Maritime Commis- 
sion since 1938. He has been executive officer of the War Ship- 
ping Administration since its inception in February, 1942. 


CHANGES IN DOCKET 

Hearing in 28825, assigned for July 13 at Youngstown, Ohio, was 
canceled and reassigned for July 20, at the Federal Building, Youngs- 
town, Ohio, before Commissioner Aitchison and Examiner Hosmer. 

Hearing in I. & S. M-2422, assigned for July 15, at Des Moines, Ia., 
was cancelled. 

Hearing in MC-F 2426, assigned for July 11, at Chicago, Ill., was 
changed to July 14, at Coronado Hotel, St. Louis, Mo., before Examiner 
Higgins. 
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Personal Notes 


H. J. Reis has been appointed general freight agent of the 
Pittsburgh & West Virginia Railway Co., with headquarters in 
the Wabash Building, Pittsburgh, Pa., and the position of as. 
sistant general freight agent—rates, has been abolished. 

Springmeier Shipping Co., Inc., of St. Louis, Mo., has an- 
nounced appointment of J. J. Geist as freight traffic manager, 
and Carl G. Schneider as general freight agent, both with head- 
quarters in New York City. 

J. B. Williams has been appointed general agent of the 
Denver & Rio Grande Western Railroad Co., at Boston, Mass, 

Herman B. Peterson, of Detroit, has been promoted to dis- 
trict passenger agent of the Pennsylvania Railroad in Omaha, 
Neb., and Charles W. Linker, formerly head of the passenger 
traffic headquarters of the Pennsylvania at Omaha has been 
advanced to district passenger agent at Atlanta, Ga. 

W. E. Haist fills a newly created position on the Chicago, 
Burlington & Quincy Railroad Co., at Chicago, as superintend- 
ent transportation, in which capacity he will supervise the sched- 
ules of all freight and passenger trains and handle other special 
duties assigned to him. 

Donald Sutherland has been appointed general agent, 
freight department, of the Union Pacific, at Portland, Ore. The 
Union Pacific also has announced appointment of Millard A. 
Light as its general agent at Minneapolis, Minn. 

Carl Weidner has been promoted from the position of as- 
sistant labor placement supervisor for the Santa Fe, in San 
Francisco, to that of traveling representative of the Santa Fe, 
with headquarters in San Francisco. 

L. O. Shafer, formerly of Chicago, has been appointed gen- 
eral freight agent of Acme Fast Freight, Inc., at Milwaukee, 
Wis., replacing C. F. Zickgraf, Sr., who has been transferred 
to Miami, Fla., as general freight agent of Acme Fast Freight, 
Inc. 

Harold A. Traver has been appointed to a newly created 
position of assistant general traffic manager for Motor Wheel 
Corporation, Lansing, Mich. 

S. B. McCoy has been appointed traffic manager of the 
International Minerals and Chemical Co. 

Dr. William Grossman and Frank E. Asher, instructors of 
the spring war training class of motor transportation at New 
York University, were honored by 30 members of the class 
at a testimonial dinner in New York City. James R. Miller, 
chairman of the dinner committee, made a presentation of 
class gifts to Dr. Grossman and Mr. Asher and _ introduced 
other guests at the dinner: M. C. Giannine, director of the New 
York University war training center; Lieutenant Colonel K. F. 
Whitol, deputy chief of the highway division, Transportation 
Corps., U. S. army, and Bert C. Collins, New Jersey area 
supervisor for the Interstate Commerce Commission. 

G. A. Gerhard, of the Boston & Maine, and Ed Kean, of the 
Chicago & North Western, president and vice president, respec- 
tively, of the Railroad Freight Rate Clerks of Chicago, were 
instrumental in providing an enjoyable evening for that organ- 
ization at a banquet in Chicago, June 29. Cards and music 
were the after-dinner diversions. The organization will hold 
another banquet in September. 

Jack Frost has resigned as public relations director of the 
Hecht Company in Washington, D. C., to become assistant to 
Lowell H. Swenson, manager of the National Aeronautics 
Association. 

Roy L. Wyatt, since 1940 commercial agent in Chicago for 
the Great Northern, has been appointed general agent of the 
Great Northern in St. Louis, Mo., succeeding George C. Malloy, 
who died in June. : 

W. L. McDonald, president of the Carloader Corporation, 
New York City, has announced that George J. Maule, former 
assistant traffic manager of the Luckenbach Steamship Co., has 
been named vice-president of Carloader Corporation. 

Funeral services for Howard E. Jones, retired ship broker 
and former vice-president of the Maritime Association of New 
York, were held July 10 in Bay Ridge, Brooklyn. He had been 
connected with the shipping firm of James Elwell & Co. and 
had been a member of the Board of Commissioners of Pilots. 
He died at the age of 60. 

E. E. Fletcher has been appointed traffic manager for the 
Pillsbury Soy Mills, Centerville, Ia. He formerly was assocl- 
ated with the Southern Iowa Railway Co. 

Johnson O. Couch, assistant vice-president, The Kansas 
City Southern Railway Co. and Louisiana & Arkansas Railway 
Co., has announced the following personnel changes: G 
Dougherty, formerly assistant southern district traffic manage? 
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at Shreveport, La., appointed district traffic manager at Wash- 
ington, D. C., vice E. J. Glaeser, deceased; H. H. Riddle, for- 
merly general agent at Lake Charles, La., appointed general 
agent at Houston, Tex., succeeding R. E. Carter, who has 
been promoted; N. G. Stripling, formerly acting general agent 
at Houston, appointed assistant general agent at Houston; 
E. E. Greeson, formerly general agent at Little Rock, Ark., 
appointed agent at Lake Charles, La., succeeding Mr. Riddle; 
L. R. Squire, formerly traveling freight agent, at Chicago, 
appointed general agent at Little Rock, Ark., and R. R. Tippett, 
formerly city freight agent at Kansas City, Mo., appointed to 
succeed Mr. Squire as traveling freight agent. 

The Lackawanna Railroad has announced appointments as 
follows: William K. Martin is advanced to assistant general 
freight agent of the Lackawanna, at New York, succeeding 
William J. Gemeiner, retired on pension after 42 years with 
the Lackawanna; Harry F. Doyle, of the Cincinnati agency, 
succeeds Mr. Martin as general agent; Grover C. Howe, of the 
western freight traffic office, Chicago, in charge of the Iowa 
territory, becomes general agent at Albany. Mr. Martin has 
served as general agent at New York since December 1, 1940. 
He entered Lackawanna service in May, 1906. 

Chester C. Thompson, president, Inland Waterways Cor- 
poration, operating the Federal Barge Lines, has announced 
appointment of Glenn E. Taylor, former director of the inland 
waterways transport division, Office of Defense Transportation, 
as operations assistant to the president of the Inland Water- 
ways Corporation, with headquarters in St. Louis, Mo., to be 
generally responsible for and to coordinate operating activities 
of the Federal Barge Lines. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely, Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late ta be 
of value. Tue Trarrtc Woritp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, dtn- 
ners and election of officers, is desired, If publicity ts looked for it 
should be made the duty of someone in the club to keep us abe 
quately and promptly tnformed.—EHditor THs Trarric WoRLD. 





The Stockton Traffic Club was formed June 26 at Stock- 
ton, Calif., with William J. Cuneo, traffic representative of 
the Port of Stockton, as president. Other officers chosen at 
the organization meeting of 30 charter members are: Simpson 
H. Hornage, vice president of Austin Brothers Hardware Co., 
first vice president; Roger Druehl, traffic manager, Pollock- 
Stockton Shipyard, second vice president; Clem W. Phelps, 
terminal agent, Port of Stockton, secretary, and Samuel W. 
Sloneker, purchasing agent, Hickinbotham Brothers, treasurer. 
Other members of the board of directors are: Thomas M. 
Low, Stor-Dor Forwarding Co.; H. G. Smith, traffic manager, 
Air Forces Intransit Depot; James D. Ryan, American Trust 
Co.; J. C. Sommers, traffic manager, Stockton Chamber of 
Commerce; John W. Tremaine, Harris Manufacturing Co., and 
Ken Anderson, Lillie Transportation Co. The club will hold 
a dinner-meeting the third Tuesday of each month, beginning 
July 18. It has launched a drive to build up its membership 
to a total of 100 firms and individuals. President Cuneo was 
authorized to appoint, subject to approval by the board of di- 
rectors, six standing committees, as follows: Membership, audit- 
ing and finance, entertainment and speakers, publicity, reception, 
and public relations. 





The Woman’s Traffic Club of Fort Worth, Tex., has elected 
the following new officers: Miss Grada Lee Johnson, Fort Worth 
Warehouse & Storage Co., president; Miss Helen Huff, Fort 
Worth & Denver City Railroad, first vice president; Miss 
Beatrice Parker, Southwest Warehouse & Transfermen’s Asso- 
ciation, second vice president; Miss Doris Perry, Universal Mills, 
secretary, and Mrs. Louis Abnot, Acme Brick Co., treasurer. 





The Traffic Club of New York will hold its annual outing 
July 27 at Schmidt’s Farm, Forest Hill Road and Jackson Ave- 
nue, Scarsdale, N. Y. Various contests, including a softball 
game, in addition to a shore dinner and golf, have been planned 
for the occasion by an entertainment committee headed by 
Aubrey O’Herron. 





Miss Emma G. Quigley, assistant secretary, Los Angeles 
Railway Corporation, spoke on ‘‘Women in the Postwar World” 
in a meeting of the Women’s Traffic Club of Los Angeles, July 7. 
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Gladys Pepper was program chairman. The club has under. 
taken work at the U. S. O. canteen at the Union Station, with 
five members on duty one day each week, serving sandwiches 
and doughnuts to service men. 





The Milwaukee Traffic Club is making plans for its annua] 
picnic, to be held July 22 at Estabrook Park, Milwaukee. A golf 
outing for club members is scheduled for August 22, at North 
Hills. 

The Junior Traffic Club of Chicago has called for reserva. 
tions for its second golf outing, planned for July 20 at St. An. 
drews golf club. 

The Transportation Club of Decatur, Ill., is arranging a 
program for July 27, including golf and pinochle competition, 
with awards to the winners, in the afternoon, a dinner at the 
St. Nicholas Hotel at 8 p. m., a complimentary dinner for the 
ladies at the Decatur Club at 6:30 p. m., and a bridge party for 
the ladies. 





In a meeting of the Junior Traffic Club of Kansas City, Mo. 
July 12, Sutherland Miller, general secretary of the Kansas City 
Y. M. C. A., spoke on “The Barbed Wire Legion.” 





The Traffic Club of St. Louis, Mo., held a golf outing July 11 
at the Normandie Golf Club. 





The Pacific Traffic Association has designated its next meet- 
ing night, August 8, “Industrial Night.” Program chairman for 
the meeting is Elmer Miller, traffic manager, Standard Brands, 
Inc. 





The Traffic Club of Jacksonville, Fla., held a barbecue and 
stag party the night of July 10. 





The Los Angeles Transportation Club, Inc., has arranged a 
program for its July 17 meeting, featuring an address by R. B. 
Hood, special agent in charge of the Los Angeles office of the 
Federal Bureau of Investigation. 





Miss Sarah Seamer, of the Universal Carloading & Dis- 
tributing Co., New York City, woman director of the Associated 
Traffic Clubs of America, will address the Women’s Traffic 
Club of Metropolitan St. Louis in a meeting July 20, the pro- 
gram theme of which will be “Down Memory Lane.” 





The Bridgeport Traffic Association, of Bridgeport, Conn., 
has made plans for a dinner July 27 in honor of O. “Solly’” 
Solomonson, of the Bridgeport Brass Co., who will establish 
permanent residence in Florida. Mr. Solomonson has been a 
member of the Bridgeport Traffic Association many years. 





The Traffic Club of Chicago has purchased, for resale to 
its members and their guests, a block of 250 choice seats for 
the football “classic” between the College All-Stars and the 
Chicago Bears, to be played the night of August 30 at Dyche 
Stadium, Evanston, Ill. 





F. C. STRATTON RETIRES 


After fifty-one years and nine months of service with the 
Commission, F. C. Stratton, chief of the Commission’s section of 
dockets, retired early this month. Mr. Stratton had spent his 
entire association with the Commission in the section which he 
headed for more than 30 years. Mr. Stratton was unable to 
attend a luncheon tendered him by associates at the Commission 
on July 8 because of illness. Secretary Bartel, of the Commis- 
sion, acted as toastmaster, and called on Chairman Patterson, 
Commissioner Aitchison, former Commissioner Meyer, and War- 
ren H. Wagner, president of the Association of Interstate Com- 
merce Commission Practitioners, for remarks in appreciation 
of Mr. Stratton’s service to the Commission. 


NORTHWEST SHIPPERS’ BOARD MEETING 

The Northwest Shippers’ Advisory Board will hold its 
summer meeting at Duluth, Minn., July 20. At a joint luncheon 
with the Duluth Chamber of Commerce and the Duluth-Supe- 
rior Transportation Club, R. E. Clark, manager, closed car 
section, car service division, Association of American Railroads, 
will speak on “The Railroads are Backing the Attack.” 

The general theme of the business session will be problems 
involved in moving the northwestern grain crop. There will 
also be a discussion of possibilities for increasing efficiency 
in the use of railroad equipment. A special committee will re- 
port on grain car distribution regulations and there will be 
reports from commodity carloading committees, railroad rep- 
resentatives and other standing and special committees. 
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An executive committee meeting will be held the night of 
July 19, and a railroad contact committee meeting will precede 
the regular board session the morning of July 20. 

The tentative docket for the board meeting, at 9 a. m., in- 
cludes a summary of commodity committee reports, by S. M. 
Low, assistant general secretary of the board, and western 
traffic manager, Koppers Co.; grain trade views on marketing, 
storage and transportation of the 1944 northwest grain crop, 
with W. L. Brisley, manager of the Occident Terminal Division 
of Russell Milling Co., Minneapolis, H. B. Stoker, vice-president, 
Globe Elevators, Duluth, and C. H. Conaway, secretary, Farm- 
ers Grain Dealers Association, Fargo, N. D., as discussion lead- 
ers; formula for obtaining maximum loading of grain cars with- 
out overloading, by A. E. Dypwick, traffic manager, St. An- 
thony & Dakota Elevator Co., and obseravtions on less-carload 
transportation matters, by H. L. Bateman, traffic manager, Sears 
Roebuck Co. Various committee reports also are on the tenta- 
tive program for the board session. 


Midwest Shippers’ Board Meeting 


Keeping the railroads “out of the clutches of the govern- 
ment” and keeping them financially sound, without continued 
rate increases, in the face of intensified competion from air 
carriers and water carriers were postwar transportation prob- 
lems that might be solved by voluntary creation of competing 
transportation systems, under proper regulatory authority, with 
each system having permission to use land, water and air means 
of transport, John B. Keeler, president of the National Indus- 
trial Traffic League, asserted in an address July 13 at a joint 
luncheon of the Traffic Club of Chicago and the Mid-West 
Shippers Advisory Board, in Chicago. 

Without identifying the “competing transportation sys- 
tems” plan as that of the Transportation Association of Ameri- 
ca, Mr. Keeler said that making each mode of transport stick 
to its own last had been more or less of a national policy, 
that the plan for competing transportation systems presented 
a serious challenge to that policy, that its advocates contended 
financially strong transportation systems could be built up and 
the threat of government ownership or operation obviated un- 
der this plan, and that it seemed to him that “there is merit 
in their program.” 


“The government,” he said, “has spent billions in improv- 
ing waterways and-highways, and has extended much financial 
aid to the development of air service. Large additional ex- 
penditures of public funds will undoubtedly be made in further 
aid of all three. If taxpayers’ money is to be spent for such 
purposes, why, in common fairness, should not all taxpayers 
be permitted to utilize the facilities so created? To contend 
otherwise seems to me to go counter to the principles of free- 
dom and equality the preservation of which we are supposed 
to be fighting for in the present war. I am not much impressed 
with the arguments of those who oppose this change in national 
policy, that if the railroads, for example, were permitted to oper- 
ate air service, water service or more truck service, those services 
would wither and die. Today some of the best truck and bus 
service in the United States is operated by railroads or com- 
panies controlled by railroads. Some mighty good air service 
was similarly maintained until the intervention of the Civil 
Aeronautics Authority. Under proper regulation, creation of 
monopolies could be prevented and competition between systems 
maintained.” 


Government-Ownership Coterie 


Mr. Keeler said that if the present administration remained 
for another four years, certain members of “the socialistically- 
inclined coterie in Washington” would like to make the rail- 
roads “a guinea pig for experimentation in governmental oper- 
ation of business” and that others would like to use the rail- 
roads as media for pseudo-social betterment programs, for 
purposes of forced relocation and diffusion of industrial enter- 
prises and otherwise refashioning the nation’s industrial and 
commercial economy. He observed that some rail labor leaders 
had been outspoken in the thought that labor would fare better 
under government than under private managemnt. He pointed 
to the wartime service of the railroads, saying it had been 
demonstrated that they must continue as “our major trans- 
portation agency.” 

Back of the military power needed to safeguard against 
future wars, said Mr. Keeler, must be a strong domestic trans- 
portation system. 

“From anything so far discernible, railroads must con- 
tinue as the frame and main sinews of that system. If this 
premise is sound .. . our railroads must be maintained in con- 
dition to meet any emergency that may arise. Trucks, boats, 
airplanes . . . will not suffice.” 

For adequate maintenance of the railroads to meet the de- 
mands of war and peace, he said, two courses were open: first, 








TRAFFIC WORLDB yy 15, 





assuring them of sufficient sustenance to enable them to eo 
tinue as virile transportation agencies under private owner. 
ship and operation; second, government subsidy and contro] 
He added that “we do not want government operation or con. 
trol or any part of it.” 

He predicted a sharp decline in tonnage for the railroads 
after the “flush of business” he said could be expected to follow 
the end of the war for a time, and that then the railroads 
would face “more intense competition from other forms 9 
transportation than they have ever heretofore experienced’ 
He pointed to the “immense amount” of wartime-constructe 
marine equipment, much of which, he said, would be availabk 
for coastal, intercoastal and inland waterway operation: 
“grand plans” now being made for expansion of commercial air 
service, and to indications for availability, after the war, of 
“new and more modern trucks, cheaper to operate and better 
adapted to the class of service in which they will be used” than 
the trucks now in service. He assailed construction of unneeded 
and uneconomic waterways and said they were a factor that 
would militate against the future of the railroads. 





























Cost of Waterways 


Mr. Keeler said that the “stock in hand argument” of those 
who promoted wasteful expenditures of public funds on im. 
provement of non-navigable streams was that transportation 
cost would be reduced, and added: 


Reduced for whom, may we ask? For the favored few who can 
use the new facility. And at whose expense? At the expense (1) 0} 
shippers not in position to use the new waterway, for the tendency 
is for them to have to pay higher rates on their traffic to make up for 
the loss of revenue brought about by diversion of traffic to the new 
facility or the cutting of rates to meet the competition thereof, and (2) 
the general taxpayers, including the already established transporta- 
tion agencies whose traffic is taken away. To me such ‘‘goings-on’’ just 
don’t make sense. 



























He described “the growing threat of political rate making’ 
as another influence at work against the railroads “and less 
directly against other modes of transport.” 

_ ._He said he believed the railroads could be maintained as 
virile, privately-owned and operated transportation agencies, 
able to meet in full measure the needs of national defense 
and peacetime economy, if the railroads and shippers intelli- 
gently approached the problem. He expressed the view that 
the railroads were generally fully alive to “what is ahead” 
and would adopt whatever innovations and changes were neces- 
sary to meet the situation as best they could. 





Effect of Rate Increases 


“T recently heard a very able banker discuss the subject 
of railroad revenues and his idea seemed to be that the panacea 
for all revenue ills lay in raising rates,” said Mr. Keeler. “There 
is altogether too much of that kind of thinking going on.. .— 
We cannot close our eyes to the fact that there has been much 
relocation and decentralization of industry going on in this 
country .. . In the judgment of many, including some prettyf 
smart railroad men, the constant upping of the general level 
of freight rates has been an important contributing factor. 
It has also stimulated the growth of other modes of transport 
which have taken away a large volume of business. In some 
instances, too, it has encouraged the use of substitute products 
from which the railroads get little or no revenue. In rate- 
making I feel there has been too much of a tendency to wait 
until the horses have been stolen before attempting to lock 
the doors . . . Most railroads at least, and the railroads col- 
lectively, pay too little attention in normal times to finding 
out where revenue ton-miles are being lost to the rails, why 
they are being lost, and what remedy, if any, can be applied.” 

Mr. Keeler submitted the following as “things that need 
to be done,” and that, with the aid of shippers, would be 
helpful: 


1. Press forward to successful conclusion pending legislation to 
repeal land grant rates. 

2. Fight at every turn the growing tendency toward political 
rate making. 

3. Renew the fight for repeal of the fourth section of the transpor- 
tation act. 

4. Combat uneconomic waterway developments, including the St. 
Lawrence seaway. 

5. Combat undue raids on the public treasury to promote air trans- 
port. (Some government aid to the development of air service is 
probably justified, but it should be held to a necessary minimum.) 

6. Work for regulation of all competing forms of transportation by 
one unbiased regulatory authority, stripped of all promotional functions. 





Business Session 


Speaking at the board’s business session, L. M. Betts, 
manager, railroad relations section, Association of American 
Railroads, said that the increase in railroad traffic so far in 
1944 had been higher than estimated and that further increases 
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in efficient equipment use would be harder to attain, because 
it could not be expected that cars could be much more heavily 
loaded on the average, and because there were “signs that the 
increases in the average length of haul were leveling off.” The 
railroads, he said, had been badly disappointed so far in 1944 
in failing to receive delivery of as many new freight cars as 
they had been led to believe they would get. The program 
called for between 40,000 and 50,000 new cars, he said, but, in 
the first five months of the year, only 12,000 had been delivered 
and the prospects at present were for few more than 30,000 for 
the entire year. Sufficient materials had been allocated, he 
said, but labor shortages and other troubies in the car-build- 
ing plants had slowed up the production program. 

He said the railroads fevently hoped that many of the 
important new transportation efficiencies attained in the war 
would be preserved after the war and added that they intended 
“to share the savings with the shippers.” 

Other speakers at the meeting included J. W. Stevenson, 
passenger traffic manager, Illinois Central, who spoke on ‘“War- 
time Passenger Travel,” and T. J. O’Shaughnessy, public re- 
lations officer, Chicago, Rock Island and Pacific, who waxed 
lyrical over the wonderful job the railroads had done and were 
doing in helping to win the war. 

Mr. Stevenson said that the significance of the Commission’s 
service order No. 213, giving passenger priority to military 
casualties was merely that it gave legal sanction to the rail- 
roads to make passengers who had bought and paid for space 
give that space up when it was needed to transport wounded 
men of the armed forces. As a matter of fact, he said, the rail- 
roads had been doing that and had intended to continue doing 
that even without legal sanction, but they felt more comfortable 
about it now that they had the backing of Commission’s order. 

Speaking of difficulties frequently experienced in obtaining 
necessary travel accommodations by business men, he advised 
his listeners, in cases where they were unable to get space 
from regular ticket agent, to get in touch with the passenger 
or freight traffic manager of the railroad on which they wished 
to travel. The general traffic office was usually able to do 
something for the harried traveler, even when the ticket agent 
said there was no available space, he added, because that office 
was the center of the railroad’s traffic activities and often 
had information—about the addition of extra cars, for in- 
stance—of which the ticket clerk was ignorant. Moreover, he 
added, it sometimes happened that a prospective traveler who 
had already received service through the general office, found 
it necessary to cancel his space, in which case it became avail- 
able to another applying to the same office. 


The only formal action of the board was the acceptance of 
a recommendation of its committee on freight loss and damage 
prevention, A. McGinness, chairman, that the committee be 
enlarged from five to fifteen members, that it be authorized to 
invite representatives of the freight claim and car service div- 
isions of the A. A. R. and claim prevention representatives of 
railroads to its meetings, and that it be authorized hereafter 
to hold open claim prevention sessions on days immediately 
preceding the board’s quarterly meetings. 


S. F. Lynch, superintendent of transportation, Illinois 
Central, reported briefly for the contact committee in place 
of J. J. Mahoney, chairman, who was absent. Except for a 
“tight” condition in extra length flat cars, and a “close” con- 
dition in hopper cars, he said, car service in the board’s area 
was adequate. 

A. H. Schwietert, director of traffic, Chicago Association of 
Commerce, reporting as chairman of the car efficiency com- 
mittees, said there had been a slight falling off in the efficiency 
record in the area in recent months and that more intensive 
efforts would be needed in coming months when some further 
rise in the traffic load was expected. He pointed out that, al- 
though the board’s commodity carloading committees had 
estimated a decrease of nine-tenths of one percent in loadings 
in the third quarter of this year under last (see Traffic World, 
July 1, p. 46), this was due entirely to an expected falling off 
of 55,000 carloads in the loadings of petroleum and products. 
He pointed out that the shrinkage would be exclusively in the 
use of tank cars and that, eliminating that factor, traffic loaded 
in box cars and open tops cars and on flat cars would, under the 
committees’ estimates, increase 3.5 per cent in the coming 
three months. 

J. J. Hayden reported as district manager of the car serv- 
ice division. Clayton F. Devine, general secretary, reported for 
the executive committee. Irving M. Peters, general chairman 
of the board, presided. 


EXPORT FREIGHT 
Cars of export freight, other than coal and grain, unloaded 
at Atlantic, Gulf and Pacific ports in the first half of 1944 
totaled 893,855 compared with 612,974 in the same period last 
year, or an increase of nearly 46 per cent, the Manager of Port 
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Traffic of the Association of American Railroads announceq 
July 15. Continuing, he said: 


Cars of grain for export in the first six months of 1944 at those ports 
totaled 18,746 compared with 29,055 in the same period last year, or a 
decrease of 35.5 per cent. 

The average daily unloadings of export and coastal freight at all 
United States ports in the first six months of 1944 was 5,044 cars com- 
pared with 3,566 in the same period last year. This marks the first time 
that this average has exceeded 5,000 cars per day in the first six months 
of any year since the compilation of these records began. 

In the month of June alone 153,216 cars of export freight, excluding 
coal and grain, were unloaded at all ports compared with 119,435 in 
June 1943, or an increase of 28 per cent. Cars of grain for export un: 
loaded in June this year totaled 3,255 compared with 6,504 in the same 
month last year, or a decrease of 50 per cent. 

In addition, the railroads handled 565 cars of coastal freight in 
June this year, compared with 711 in the same month of 1943, or 
decrease of 28 per cent. 

The total of 156,986 of all export and coastal freight, excluding 
coal, handled through the ports in June represented an average daily 
unloading of 5,233 cars, June was the fourth consecutive month that a 
daily average of 5,000 cars has been exceeded, the peak so far having 
been reached in May, when the average was 5,624 cars. 






























































































CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has notified ex. 
porters that the same export privileges that are in effect for 
other American republics are now extended to Bolivia. The 
announcement follows United States recognition of the govern- 
ment of Bolivia. On January 13, 1944, the F. E. A. notified 
exporters that procedural operations under the decentralization 
plan were suspended insofar as Bolivia was concerned until 
there was a recognized government in Bolivia. 

In its current report bulletin No. 176, the F. E. A. advised 
that Bolivia had accepted, as of July 10, the modified decen- 
tralization plan previously adopted by most other American 
Republics. Under this modification, the requirement that ex- 
porters submit with their license applications import recom- 
mendations from the country of destination was waived for all 
commodities except the following: Coal and coke, carbon and 
alloy steel, cotton and cotton products, wool yarn, rayon and 
rayon products, certain miscellaneous textile products, rubber 
and rubber products, and wood and wood manufactures. 

Current Export Bulletin No. 176 points out, however, that 
since import recommendations have not been issued in Bolivia 
since December, 1943, the F. E. A. will accept, until October 1, 
1944, license applications to export the above named com- 
modities unaccompanied by import recommendations. After 
October 1, exporters will be required to submit Bolivian import 
recommendations with license applications for shipments to 
Bolivia of any of the commodities listed above. 

All import controls have been lifted in the cases of cod 
oil, metallic mercury and mercury-bearing ores and concen- 
trates, bananas in any form, all dehydrated vegetables except 
onions and edible olive oil, the War Production Board said 
in reporting amendment of General Imports Order M-63. Im- 
provement in shipping space was a factor in the lifting of con- 
trols, over banana imports, W. P. B. said. 

Because of a heavy accumulation of contracts for unshipped 
wool now held in South American ports, the War Production 
Board July 11 said it was not expected that any import licenses 
for South American wool would be granted in the immediate 
future. It was pointed out, however, that at such time as ship- 
ping space became freer, licenses for the importation of these 
wools were expected to be granted without reference to re- 
strictions as to thir end use. : 

Licenses granted in the past were issued only on the condi- 
tion that the wool be used in the manufacture of apparel items. 

The Foreign Economic Administration has issued current 
export bulletins Nos. 176 and 177, the first covering certification 
of lumber purchase orders and exports to Bolivia and the second 
modifications of blanket license procedure. 








MAIL TO ITALY 


Effective July 12 civilian mail service was resumed be- 
tween the United States and the city of Rome and Vatican 
City State, the Post Office Department announced. The re- 
sumption order did not apply to other parts of the province 
of Rome, said the department, adding: 


For the present only personal correspondence will be permitted. No 
commercial, financial or business communications, and no checks, 
drafts, securities or currency may be sent. Registration, insurance, alr 
mail, parcel post and money order service will not be available at this 
time. The weight limit on letters from the United States is two ounces 
and on those from Rome and Vatican City State forty grams. ‘The let- 
ters are subject to censorship. 

On February 16 the Post Office Department announced resumption 
of mail service between this country and Sicily, Sardinia, and ‘he ten 
Italian provinces of Bari, Brindisi, Catanzaro, Cosenza, Lecee, Matera, 
Potenza, Reggio Calabria, Salerno and Taranto. 
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Tons of airplane hit the runway at 
100 miles per hour—hit it on a few 
square inches of rubber! No tire 
could take it if it didn’t move — but 
the wheels roll with the direction of 


the impact, and the force of the blow 





is safely cushioned. 
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MOVEMENT CUSHIONS THE SHOCK! The same principle, in the 
Duryea Cushion Underframe, gives you SHOCKPROOF SHIPPING 


When tons of freight. car hit your draft gear, even 
at low speeds, the punishment would be severe if 
something didn’t move. Duryea’s floating center 
sills move freely, travel the shock the entire length 
of the car, absorbing much of the impact in the 
unique Duryea arrangement of cushion springs. Car 
and lading ride over the blow in safety. 


How the Duryea Cushion Underframe Contributes to Victory 
PROTECTS car and lading, prolongs SAVES MONEY usually spent for 


car life, cuts damage claims. maintenance on every part of car. 
Here’s what actually happens PERMITS higher handling speeds. COMPLEMENTS air brake; Duryea cars 
. . . when two stationary freight cars ELIMINATES gear replacements main- withstand abrupt stops. 
receive the same impact, equivalent to taining efficiency for life of car. CUTS SLACK to pre-determined ideal. 
a 50-ton car, loaded to capacity, coupling - : 
at a speed of 4 m.p.h.: CONVENTIONAL SAVES TIME loading and unloading. COSTS NO MORE than conventional 
Needs less packing and bracing. type, for average Duryea gear. 


0. C. DURYEA CORPORATION 
30 Rockefeller Plaza, New York 20, N.Y. - Field Building, Chicago 3, Ill. 
725 Fifteenth Street, N. W., Washington 5, D. C. 





See || Sa e 


DURYEA 2.22: UNDERFRAME 













CAR (A): Draft gear “goes solid,” car 
receives almost entire impact. 
DURYEA CAR (B): Shock absorbed FOR FREIGHT CARS 
by cushion gears, car and lading are 
comparatively undisturbed, 























The Modern Safeguard For Shockproof Shipping 
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On March 21 international mail service was extended to the prov- 
inces of Naples, Avellino and Benevento. 


Permission to send personal support remittances for individuals in 
Sardinia, the ten mainland provinces with which international mail 
service was restored, and Foggia, was given on April 20. 

The Post Office Department stressed that for the time being per- 
sonal support remittances may not be sent to Rome or to Vatican City 
State. As soon as the necessary facilities for personal support remit- 
tances to individuals in the vicinity of Rome are reestablished an ap- 


propriate public announcement will be made by the Treasury and War 
Departments. 


Help for Mexican Transport 


“We have discussed the general transportation system of 
Mexico as it affects the wartime economy of our two countries 
and as it shall affect our economies in the postwar period,” 
said a joint statement issued July 12 by Secretary of State 
Hull and Ezequiel Padilla, foreign minister of Mexico, after 
conferences in Washington. 

“We have reached agreement that our governments shall 
make every effort within their ability further to improve the 
transportation facilities of Mexico by rail, by highway, by air 
and by sea. 

“The Mexican railway transportation system, which had 
little margin to handle more than peacetime needs, has in- 
creased enormously the volume of its traffic. It has succeeded 
in moving without delay to the United States Mexico’s vast 
output of strategic raw materials. This achievement has been 
the result of cooperative arrangements between the two coun- 
tries whereby the United States furnished Mexico with tech- 
nical advice and certain emergency equipment and supplies. 

“To maintain the level of current operations during the 
war period such additional technical assistance as may’ be 
necessary will be furnished to Mexico and also as soon as 
possible additional necessary equipment and supplies. More- 
over, to the limit of our wartime ability, every effort shall be 
made by the United States to continue to provide transporta- 
tion facilities for the movement of essential goods to Mexico, 
while Mexico will make every effort, on her part, to reduce 
the strain on United States transportation facilities. 

“With respect to sea transportation, the two governments 
are agreed that regular shipping services between the two 
countries, interrupted by the war, shall be resumed so as to 
provide for the relief of overburdened rail and highway trans- 
portation facilities.” 

The statement also said the two governments would dis- 
courage trade barriers that might unduly interfere with the 


economic development of Mexico and trade between the two 
countries. 


COTTONSEED EMBARGO HEARING 


The Secretary of Agriculture has issued a call for a public 
hearing to consider a possible modification of the embargo 
against Mexican cottonseed and cottonseed hulls, that has been 
in force since July 1, 1913. The hearing will be held before the 
Bureau of Entomology and Plant Quarantine in Room 523 
Federal Building, San Antonio, Texas, July 19 at 10 a. m. In 
explanation the department said: 


The object of the embargo was to guard against the entry of the 
pink bollworm, a dangerous insect pest of cotton, known to occur in 
portions of every continent, including Australia, and widely throughout 
the West Indies. The situation has changed considerably since the order 
was originally issued, inasmuch as scattered pink bollworm infestations 
now occur in Texas, New Mexico, and Arizona, adjacent to the border, 
as well as along the Mexican side. 

In order that Mexican cottonseed may be promptly crushed, the 
department has been requested to modify the prohibition now in ef- 
fect, by permitting the entry of such seed for milling within the area 
where infestation already occurs; also the entry of cottonseed hulls 
produced from sterilized Mexican cottonseed, to alleviate a shortage of 
stock feed. The department realizes that delays in processing cotton- 
seed in Mexico present a greater hazard from the pest-risk standpoint, 
than would be the case if the seed were permitted entry into the United 
States for immediate crushing under proper safeguards. All of these 
points will be considered at the hearing. 


MILWAUKEE TRAIN TELEPHONE TESTS 


The Chicago, Milwaukee, St. Paul & Pacific Railroad Co. 
has announced that a series of tests of two-way telephone 
communication on moving trains without the use of radio, but 
with utilization of “electronic principles that involve the rails 
and the wires paralleling the trackside,” will begin in August 
on lines of the Milwaukee. The purpose of the tests, it was 
stated, would be to insure that such communication would 
facilitate safe and speedy operation. By means of this so-called 
“Union inductive train communication system,” the Milwaukee 
said, locomotive engineers and conductors might talk with each 
other as well as with crews on other trains in the vicinity and 
with wayside towers and stations. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 


not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Application of Rule 15 of Consolidated 
Classification in Connection with General Order O. D. T. 
No. 18-A. 


California.—Question: It will be greatly appreciated if you 
will kindly favor us with an answer to the following: 


Does sub-paragraph (f) of paragraph 500.70 of O. D. T. 
18A, reading as follows: 


“‘Carload freight’’ means property transported by a rail carrier in 
a freight car at a carload rate or rates, and includes property of a 
quantity less than the applicable tariff carload minimum weight upon 
which the charges at the carload rate and minimum weight applicable 


thereto are less than if rated at the published less-than-carload rate at 
actual weight, 


serve to restrict or limit Rule 15 of Consolidated Freight Clas- 
sification No. 16, I. C. C. No. 29, insofar as assessment of car- 
load rates on a shipment tendered to the carrier as an L. C. L. 
shipment and loaded through a freight house is concerned? 

Answer: Where a shipment coming within the scope of 
General Order O. D. T. No. 1, Section 500.2, but of less quantity 
than required under General Order O. D. T. No. 18A, Section 
500.72, is tendered and accepted by a carrier, it may be trans- 
ported to destination and delivered, under the terms of Rule 
15 of Western Classification. General Order O. D. T. No. 18A, 
relates to carload traffic, while General Order O. D. T. No. 1, 
as amended, relates to less-than-carload traffic. 

It is our opinion, that the provisions of Rule 15 are to be 
given effect, both as to the application of the carload rate as 
a maximum on an L. C. L. shipment and the L. C. L. rate as 
a maximum on a carload shipment. General Order No. 1 pro- 
vides a minimum loading for an L. C. L. shipment, while Gen- 
eral Order No. 18-A provides a minimum for carload shipments, 
but General Order No. 18-A does not convert all shipments into 
carload shipments. 

We see nothing in the provision of General Order O. D. T. 
No. 18-A, which you quote, which prevents the application of 


the the provisions of Rule 15 of the Consolidated Freight Classi- 
fication. 


Notice of Claim—Filing of Claim with Delivering Carrier Is 
Notice to Preceding Carriers 


New Jersey.—Question: A shipment originating at New 
York City on September 25, 1942, destined to Minneapolis, Minn., 
via our line in connection with another carrier at Chicago, IIl., 
was receipted for upon delivery by the delivering carrier to the 
consignee as being 62 cartons short, delivery being effected to 
the consignee on October 1, 1942. 

The consignee filed claim with the delivering carrier for 
the shortage of 62 cartons and shortly after filing this claim re- 
ceived a credit memorandum from the shipper for 58 cartons, 
whereupon the consignee reduced their claim to the delivering 
carrier to a basis of only four cartons. > 

In February, 1944, the shipper filed a claim with the orig!- 
nating carrier for the 58 cartons that they credited to their cus- 
tomer, explaining that the cause of the late filing was an error 
on the part of the traffic department in filing the claim origl- 
nally on the shipment that moved in October, 1942, the claim on 


this having been filed in November, 1942, and declined, due — 


to the fact that the shipment they referred to was delivered 
to the same consignee in full, without any notation of any 
damage or shortage. 
The shipper is now pressing us for settlement of thelr 
claim filed in February, 1944, wherein they corrected thelr 
filing to correspond with the shipment of September, 1942. 
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We, as the originating carrier, had no notice of intent to 
file claim on the shipment of September, 1942, and, therefore, 
feel that we are correct in our declination of this claim. 

Answer: Under the decision in Oregon-Washington R. & 
Navigation Co. v. McGinn, 42 S. Ct. 332, 258 U. S. 409, a claim 
can be filed with either the delivering or originating carrier. 
The filing with either carrier binds the other. 

If the claim which was filed with the delivering carrier 
properly described the loss sustained so as to enable the car- 
rier to make its investigation, the filing of the claim by the 
consignee accrues to the benefit of the consignor under the 
decision in Beltrami Co-op Creamery Association vs. American 
Railway Express Co., 199 N. W. 568, although the consignor 
is the real party in interest. 


Tariff Interpretation—Application of Rule 15 of Consolidated 
Classification—Pick-up and Delivery Service 


Ohio.—Question: We forwarded material weighing 22,725 
pounds from point “A” to point “C,” pickup and delivery serv- 
ice. There was applied from point “A” to point ‘“B” a rate of 
$1.10 cwt., actual weight, and from point “B” to point “C,” 
the weight of 22,725 as 40,000 pounds at the carload rate of 
22 cents cwt. The carriers take exception to our application 
and give as their reason that due to the shipment moving in 
pickup and delivery service, the carload rate is not applicable 
under Rule 15, Section 1, paragraph B of Consolidated Freight 
Classification No. 16. We still maintain that this arrangement 
is not effective, inasmuch as,the shipment moved from origin 
point to destination, based on two factors and in addition was 
accorded carload service to destination. 

Answer: Where a shipment is tendered to the carrier as 
a carload shipment, the carload rate must be applied thereon, 
except that if the car is fully loaded the L. C. L. rate may be 
applied if lower charges result therefrom, in accordance with 
the provisions of Section 1(a) of Rule 15 of Consolidated 
Freight Classification. Haberman v. Pennsylvania, 235 I. C. C. 
475; Rudolph Wurlitzer Co. vs. New York Cent. R. Co., 192 
I. C. C. 127; Traffic Bureau, Moline Ass’n of Com. v. Chicago, 
R. I. & P. Ry. Co., 183 I. C. C. 529, and Klein-Simpson Fruit 
Co. v. Director-General, 98 I. C. C. 547. 

If the shipment was tendered as an L. C. L. shipment and 
pickup and delivery service accorded, the provision of Rule 15, 
under which the carload rate may be applied to an L. C. L. 
shipment if lower charges result therefrom, is not applicable, 
notwithstanding that the car moved through to destination 
without additional freight being loaded therein by the carrier. 


Tariff Interpretation—Different Articles Used for Same Pur- . 


pose or Different Ratings on Same Article 


Ohio.—Question: The Interstate Commerce Commission 
and the Supreme Court of the United States have ruled that 
the description of a commodity for trade purposes determines 
the rate to apply thereon. 


A customer places an order for a commodity that is com- 
mercially known as B — C and which is classified in Official 
Classification to be rated 5th class. 


We, the manufacturer, who will manufacture this order 
from samples furnished by the customer, find that the article 
is also known commercially as A = B which, according to the 
classification, is to be rated as 6th class. 


We do not acknowledge the customers order as B = C 
but invoice the shipment as commodity A ~— B. The customer 
accepts and settles on the description shown as invoiced. 


While B ~ C and A ~ B are known commercially by the 
trade and can be used for the same purpose the rails claim B 
+ C is the commodity description that should be applied on 
the bill of lading. We, the manufacturer, claim A — B should 
be used. What is your opinion? 


Answer: The fact that two different articles can be used 
for the same purpose does not warrant the application of the 
rating on one of the articles on the other article and vice 
versa. Darling & Co. v. New York, C. & St. L. R. Co., 213 
Fr. €.-C. 446. 

If, however, B ~— C and A — B are different names for 
the same article, the rating to apply would be the lower rating, 
since the shipper is entitled to the lower of the two rates on 
the same article. See Breyer Ice Cream Co. v. Pennsylvania 
R. Co., 195 I. C. C. 757, in which case the Commission said: 


The case thus resolves itself into one of overlapping classification 
descriptions and conflicting ratings. The device in question is at once 
an ice-cream refrigerator, a mechanical refrigerator, and a combination 
of a brine cooler and compressor. The rule in such cases is that the 
rating specified in the classification item which most specifically and 
accurately described the article must be applied, and where there is no 
clear choice in this respect the lowest rating is applicable. 


If, notwithstanding that the shipper ordered B ~ C, you 
shipped A — B, the rating applicable on A ~ B, the article 
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actually shipped, is, in our opinion, the rating to apply on the 
shipment. 

Without knowing what commodities are involved, only gen. 
eral principles can be stated. 


Baggage—Loss or Injury Thereto 


Texas.—Question: A friend of mine in the service checkeg 
baggage with the carrier and, when he arrived at destination, 
baggage was lost. On January 30 he handled with the initia] 
carrier, and subsequently with the intermediate carriers, al] 
without result except that his claim was passed from one car. 
rier to the other. 

Finally investigation developed that the baggage was 
turned over to a transfer company that handled baggage be. 
tween carrier A and carrier B. Carrier A wrote carrier B ex. 
plaining the matter, and closed as follows: “Claim blank prop- 
erly filled out by the owner, amounting to $158.80 is enclosed 
for your handling direct with the owner.” 

Carrier B has advised the claimant that they have been 
handling all this time with the transfer company and the trans- 
fer company has at last advised carrier B to handle with their 
insurance company. 

It seems to me that the railroads are not following the 
proper procedure in this handling, and I would like your ad- 
vice on the claim. Can this matter be referred to the Inter- 
state Commerce Commission for prompt settlement? Is the 
claimant entitled to additional damages due to the unusual 
delay in settling? Your good counsel will be greatly appreciated, 
as I think servicemen especially deserve better treatment than 
this incident reflects. 

Answer: The Interstate Commerce Commission has no 
jurisdiction over claims for loss or injury, unless resulting from 
a violation of the Interstate Commerce Act. 

State legislation, if existing, imposing penalties on common 
carriers for acts of omission constituting a breach of their 
duty as common carriers is void and inoperative so far as in- 
terstate shipments are concerned. Charleston, etc., R. Co. vs. 
Varnville Furniture Co., 237 U. S. 597, 35 S. Ct. 715. 

Therefore, if the baggage moved in interstate commerce, no 
penalty is recoverable, as there is no applicable federal statute. 

If it moved intrastate, recovery of a penalty depends upon 
the presence of an applicable statutory provision imposing a 
penalty. 


Tariff Interpretation—Carload Versus Less-Than-Carload 
Where One Bill of Lading Issued 


Illinois.—Question: Some time ago one of our suppliers 
shipped us via truck some light freight which occupied the 
full truck. Charges were assessed on basis of truckload rate 
and minimum weight. This freight could have been shipped on 
two L. T. L. bills of lading at a much lower charge. It is gen- 
erally conceded a shipper may tender to the carrier a ‘‘cor- 
rected” bill of lading. Do you think this could be done under 
these circumstances and a claim on basis of the lower L. T. L. 
charges substantiated? Please also give citations in support 
of your views. 

Answer: Section 1 of Rule 13 of the National Motor 
Freight Classification provides that a shipment is a lot of 
freight received from one shipper, at one point at one time for 
one consignee at one destination and covered by one bill of 
lading. 

Apparently, the shipment was tendered as a truckload 
shipment and certainly not as two less-than-truck-load ship- 
shipments. 

In our opinion, under the principle of the findings of the 
Commission in G. W. Sheldon & Co. v. Wabash R. Co., 38 I. 
C. C. 569, the truckload rate must be applied on the shipment. 


Tariff Interpretation—Application of Rule 5 of National Motor 
Freight Classification 


Ohio.—Question: Will you be kind enough to refer to page 
358 of your February 5 issue under the caption “Tariff Inter- 
pretation.” 

We have had a similar situation arise through claim chan- 
nels on a shipment described as cartons of dried, solid glue 
in metal cans, which are specifically provided for in the classi- 
fication as follows: Dry Solid Glue in Metal Cans—Third Class: 
Dry Solid Glue in Cartons—Column F. 

We declined the claim on the basis that the glue was 
packed in cans which were specifically provided for and the 
fact that the cans were packed in cartons did not alter the 
rating as the same commodity could be packed directly in the 
cartons without cans being involved—it being our contention 
the carton was only an additional protection for shipping which 
parallels the case set forth in the above reference page 358 of 
the Traffic World issue. ’ 

The claimant, not feeling satisfied with our decision, 
handled the matter with Mr. Jackson of the American Trucking 
Association, National Motor Freight Classification, and Mr. 
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HEAD OFF TROUBLE 


with 
expert, thorough - going 


INTERNATIONAL 
TRUCK SERVICE 


An ounce of prevention is worth 
a ton of cure these days, in any 
trucking operation. 

See your International Dealer or 
Branch NOW, to arrange a conven- 
ient service schedule that will keep 
your trucks out on the road and 
out of the shop. 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 





GULF MOBILE & OHIO “per re 


ROUTE VIA GALVESTON 


AND BE ASSURED OF 


Carchul Handling 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 


Geo. Sealy, Chairman F. W. Parker, General Manager 


* * 


PULLING FOR VICTORY 





Up-to-the-Minute Rate Service 
Only 58 Cents 


Per Week 


@ If it is possible to se- 
cure an up-to-the-minute rate 
service, you will get it in the 
National Freight Rate Service 
Book at only 58 cents per week. 

Here are a few of the advantages NFRSB offers you: 
Accuracy, fast and easy to use, saves time looking 
through supplements, provides comparisons of rates, well 
arranged and efficient rate authority, a great saving is 
doing away with need for tariff file and full-time em- 
ployes to read and interpret tariffs. 

These are just a few of the advantages you will bene- 
fit by just as do hundreds of shippers, railroads and truck 
lines using the NFRSB despite the fact that they have all 
the tariffs they would ordinarily need. 

The NFRSB will do a job for you now. It will likewise 
be a post-war asset. There is no obligation to try this 
service on ten days’ trial. Parcel post and express rates 
at less than 10 cents per week extra. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 


Operating a Complete Ocean Ter- 
minal—Covered and Open Storage— 
Warehouses—Grain Elevator—Cold 


Storage. 


Port of Tacoma 


P. O. Box 1612 
TACOMA 


Cable “Portacoma"™ 


WASHINGTON 


Dispatch and cooperation with all 
who use our terminal is constantly 


before us. 
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Jackson has definitely ruled that insofar as his classification 
is concerned the packing requirements specified therein are 
for application to the outside container and in this connection 
I desire to refer you to Section 13 of his Rule 5, which is very 
specific on this subject. 

I also, at this time, desire to refer you to Item 4, page 64, 
of his classification 7 providing for shipments in carboys at 
first class and in the same item the same shipment in containers 
in barrels or boxes, at third class. 

Under your decision, a shipment in carboys would neces- 
sarily have to be rated first class whether the carboy was in 
a container or not, whereas, Mr. Jackson’s classification, as 
well as his personal ruling states otherwise. 

Will you please clear this matter up for us as no doubt we 
will be involved in similar related circumstances from time to 
time ? : 

Answer: Apparently, the meaning given by the classifica- 
tion agent to Section 13 of Rule 15 is that, unless there is some 
variant or limitation to the kind of inner container as in the 
case of Item 30, page 13, the ratings in the classification on 
articles in boxes or cartons will apply on the article in any 
inner container in boxes or cartons; also, that all ratings on 
articles in boxes or cartons will apply when the contents there- 
of are in bulk, loose or in inner containers. 

As the provision is worded, this meaning must be given 
thereto and therefore the third class rating is inapplicable. 

As to articles in carboys, Section 11(b) of Rule 5 states: 
Carboys, unless otherwise provided, must be enclosed by a 
wooden box and so cushioned with packing material that the 
glass will not come in contact with box. Necks of carboys may 
project through an aperture in box, with or without protection. 
If the carboys are completely enclosed, box must be marked on 
tons, “Top—Load this side up.” 


W. P. A. and a Standing Army 


Editor the Traffic World: 

I am prompted to express an opinion regarding Mr. Carl T. 
Stripp’s letter of June 19, page 1730, June 24, Traffic World. 
The plan he outlines would not work out as nicely as it sounds 
because the “W. P-ayees’” were not the cream of young man- 
hood—at least around Chicago they were not. 

Mr. Stripp’s suggestion would simply take out of civilian 
life a large group of capable and enterprising young men who 
normally are employed and very few of whom were recipients 
of government aid. This would still leave the large number of 
ordinary W. P. A. types to be cared for, because only a small 
per cent of this group could be made fit for military service. 
They might as well lean on their shovels as to lean on the much 
more expensive rifles. 

I’m for the idea of a good standing army to insure peace; 
but if W. P. A. workers around Chicago were representative of 
Cleveland and the rest of the country I don’t think Mr. Stripp 
or anyone else would want an army of that calibre. 

M. L. Gibson, Assistant Manager, Traffic Dept., 


International Harvester Company. 
Chicago, Ill., July 7, 1944. 





NEW COMPLAINTS FILED 


No. 29162, Shelton Pitney and Walter P. Gardner, trustees of Central 
of N. J., vs. A. C. & ¥. et al. 

Allege that compensation for lighterage and carfloatage service 
on New York harbor traffic under joint rates is in violation of 
sections 1 and 3. Asks cease and desist order, deductions before 
prorating that would have been, were, and would be just, reason- 
able and equitable, and non-prejudicial, and refund for the period 
subsequent to the filing of the complaint; also minimum lighterage 
and carfloatage deductions before prorating for the future. (Howard 
L. Kern, 143 Liberty St., New York, N. Y.; Alex H. Elder, 143 Lib- 
erty St., New York, N. Y.; William W. Collins, Jr., 928 Frick Bldg., 
Pittsburgh, Pa.) 

No. 29161, Sub. 1, National League of Wholesale Fresh Fruit & Vege- 
table Distributors vs. Aroostook Valley Railroad Co., et al. 

Alleges additional charge for shipments of potatoes (other than 
sweet) for rental of refrigerator cars, on shipments of such pota- 
toes from points in Main to interstate points in the United States, 
is in violation of sections 1 and 3. Asks cease and desist order, 
withdrawal of rental charge, and reparation by award (damages 
pendente lite) on all shipments on which the charge is paid and 
collected, moving on and after July 1 and during pendency. (J. R. 
VanArnum, 512 F. St., N. W., Washington, D. C.) 

No. 29161, Sub. 2, War Food Administrator vs. Bangor & Aroostook, 
et al. 

Makes allegations similar to those in No. 29161, Sub. 1. Asks 
cease and desist order, withdrawal of rental charges on refrig- 
erator and insulated cars, and award of reparations (i.e., damages 
pendente lite) on all shipments moving during pendency on which 
transportation charges are paid and borne by or on behalf of the 
complainant or any office or agency in the United States Depart- 


ment of Agriculture. (James K. Knudson, U. S. Dept. of Agricul- 
ture, Washington, D. C.) 
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Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of TH TraFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in ihis 
docket will be noted elsewhere. 


July 17—Burlington, la.—Fed. Bldg.—Jt. Bd. 54: 
MC 102020 Sub. 2—Sparrow Transit Lines, Burlington, Ia., certificate 
to extend operations. 
July 17—Burlington, lowa—Fed. Bldg.—Examiner Burge: 
MC 102593, Sub. 1—G. W. Sparrow, Burlington, Iowa. 
July 17—Elmira, N. Y.—U. S. Ct.—Jt. Bd. 42: P 
MC 35684 Sub. 11—Cole’s Trucking Service, Athens, Pa., certificates 
to extend operations. 
July 17—Joplin, Mo.—Fed. Bldg.—Examiner Higgins: 
* MC-F-2529—St. L.-S. F. Ry., control; Frisco Transportation Co., pur- 
chase, Missouri Arkansas Transportation Co. 
July 17—Milwaukee, Wis.—Hotel Schroeder—Examiner Myers: 
MC 105083—Melig Trucking Co., Milwaukee, Wis., certificate. 
July 18—Ashland, Ky.—Fed. Bldg.—Jt. Bd. 61: 
MC 11922, Sub. 7—Blue Ribbon Lines, Ashland, Ky., certificate to 
extend operations. 
July 18—Ashland, Ky.—Fed. Bldg.—Jt. Bd. 117: 
MC 50008, Sub. 5—Ohio Valley Bus Co., Huntington, W. Va. 
July 18—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 105103—Harper Transfer Co., Athens, Ga., certificate. 
July 18—Elmira, N. Y.—U. S. Ct.—Examiner Kephart: 
MC 103929 Sub. 1—k. J. Brant, Lawrenceville, Pa., certificate. 
July 18—Norfolk, Va.—Old Council Chambers—Examiner Disque: 
* 29117—United States of America vs. Aberdeen & Rockfish et al. 


July 18—Odessa, Tex.—Ector County Ct.—Examiner Borroughs: 
MC 1954 Sub. 5—Luther Transfer and Storage Co., Lubbock, Tex., 
certificate to extend operations. 
July 18—Oklahoma City, Okla.—Skirvin Hotel—Examiner Higgins: 


* MC-F-2547—Lee Way Motor Freight, Inc., purchase, Ark Transporta- 
tion Lines, Inc. 


July 18—Omaha, Neb.—Hotel Fontenelle—Examiner Clifford: 
* MC-F-2551—Burlington Transportation Co., purchase, K. C. Headley. 


July 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Boss: 
MC 105059—Crane and Truck Service, Inc., Pittsburgh, Pa., permit. 
July 18—San Francisco, Calif.—Monadnock Bldg.—Jt. Bd. 75: 
MC 12287—The Friendly Travel Service, San Francisco, Calif., license. 
MC 12288—Davis Travel Service, San Francisco, Calif., license. 
MC 12289—The Gray Line, Inc., San Francisco, Calif., license. 
MC 12291—H. M. Huff, San Francisco, Calif., license. 
MC 12293—Service Men’s Ticket Office, San Francisco, Calif., license, 
MC 12295—Crabtree’s Travel Office, Oakland, Calif., license. 
MC 12296—H. C. Capwell Co. Travel Bureau, Oakland, Calif., license. 
July 18—Washington, D. C.—Examiners Romero and Starr: 
Finance 14583—Joint application of D. L. & W. and L. of N. J. for 
authority to merge latter into former. 
Finance 14584—Application of D. L. & W. for authority to issue 
securities. 
July 18—Washington, D. C.—Examiner Aplin: 
1. & S. M-2333—Increase rates—Hayes Freight Lines. 
July 19—Dallas, Tex.—Baker Hotel—Examiner Higgins: 
* MC-F-2492—R. R. Riss, control; Riss & Co., Inc., lease, Houston and 
North Texas Motor Freight Lines, Inc. 
July 19—Milwaukee, Wis.—Hotel Schroeder—Examiner Myers: 
MC 105140—A. Kiefert, Milwaukee, Wis., permit. 


July 19—Omaha, Neb.—Hotel Fontenelle—Examiner Clifford: 
* MC-F 2525—W. A. Gordon, control, Highway Motor Freight, Inc. 
July 19—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bds. 65 and 59: 


MC 1199 Sub. 2—T. W. McKnight Transfer, Grove City, Pa., cer 
tificate to extend operation. 


MC 82336 Sub. 2—United Parcel Delivery, Inc., Youngstown, Ohio, 
permit to extend operations. 
July 19—Syracuse, N. Y.—U. S. Ct.—Examiner Kephart: 
MC C-405—Decker Van Lines, Inc., revocation of certificate. 
July 19—Washington, D. C.—Argument: 
28976—Louisville Livestock Exchange vs. A. G. S., et al. 
1. & S. 5265 and 1st and 2nds sups.-—Livestock between Louisville, 
Ky., and C. F. A, 
July 19—Washington, D. C.—Examiner Glover: 
1. & S. M-2431—Classification of vibration absorbers. 
1. & S. 5305—Classification of vibration absorbers. 


July 19—Wilkes-Barre, Pa.—Wyo. Valley Chamber of Commerce—Jdt. 
Bd. 65: 


MC 30037, Sub. 1—Wayne County Taxicab Co., Inc., Honesdale, Pa., 
certificate to extend operations. 
July 20—Albany, N. Y.—Ten Eyck Hotel—Jt. Bd. 318: 
McC 105036—Barad Transportation Co., Inc., Syracuse, N. Y., permit. 
July 20—Albany, N. Y.—Ten Eyck Hotel—Jt. Bd. 227: 


MC 49453 Sub. 4—Albany Beacon Express, Poughkeepsie, N. Y., cel 
tificate to extend operations. 
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’ Are You Ma king p78 


Many of today’s important, well-paid Traffic Managers 
were yesterday students of LaSalle training in Traffic Man- 
agement. By home study in their spare hours they qualified 
for every phase of transportation work; won the ability 
that assures advancement. Opportunities now greater than 
ever emphasize the need for traffic experts; somewhere in 
this field bigger earnings await YOU. Write today for our 
free 48-page book, which tells you this training story in full: 
shows you how quickly, thoroughly and authoritatively 
you may be able to prepare for promotions that come only 
to the expert! There is no obligation—and “doing it now” 
may lead you to a new career. 
Address Dept. 795-TA 


LASALLE EXTENSION UNIVERSITY, Chicago, 


A CORRESPONDENCE INSTITUTION 





ill. d 


~~ fer VICTORY 











All Nations — Our Customers 


Ships flying Old Glory, sailing from hundreds of ice- 
free American ports, can develop the United States 
into the greatest Maritime nation the world has ever 
known. Buying and selling on a world-trade basis 
will not only result in full-scale employment, but a 


better understanding with other nations. 


DIVISION OF POPE 
AND TALBOT, INC. 


STEAMSHIP 
COMPANY 








SERVING 
5 IMPORTANT 
GATEWAYS 





CHICAGO 
" Buy COUNCIL BLUFFS (OMAHA) 
— KANSAS CI MINNEAPOLIS 
= MINNESOTA TRANSFER} «7 psi 
Stamps ST. JOSEPH , 






Chicago Great Western Railway 
The Corn Belt Route 
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KRAFT PAPER CAR LINERS 
STILL AVAILABLE... INSTALLED 
BY ONE MAN IN FIVE MINUTES 










No overlapping 
edges fo tear. 








A-A- sides of car 
B-B- side sections of liner 






Perfect protec- 
tion. 


Write for liter- 
ature. 





EL Se ESTE 








TO OR 
FROM MEXICO 


“VIA AMERICAN , AIRLINES’ 


INTERNATIONAL AIR EXPRESS” 





ESEARCH SERVICES 





in the Transportation Field 
ADVISE US OF YOUR NEEDS 


Transport Researcu, Inc. 


1129 VERMONT AVENUE, N. W. 
WASHINGTON 5, D. C., District 1474 


Publishers of: Motor Carrier Financial Manual 
(5 Issues—Quarterly and Full Year) 
Motor Carrier Cost Analysis Tables (Yearly) 













FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


Pick Up and Suntin Door , Aaa included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 
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July 20—Dallas, Tex.—Baker Hotel—Examiner Higgins: 
* MC-F 2471—A. C. Allyn & Co., Inc., et al., control; Lone Star Coaches, 
Inc., control, Bowen Motor Coaches; purchase, L. H. Wheeler. 
July 20—Denver, Colo.—Shirley-Savoy Hotel—Examiner Clifford: 
* MC-F 2421—D. Resler, purchase, P. Benson and O. L. Buckingham 
et al. 
July 20—Florence, S. C.—U. S. Ct.—Jt. Bd. 177: 
MC 61599, Sub. 53—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
MC 61599 Sub. 54—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
July 20—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13: 
MC 54319 Sub. 1—E. Kleinschmidt, Kenosha, Wis., certificate. 
July 20—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 65: 
MC 18008, Sub. 2—Lancaster Transportation Co., Lancaster, Pa. 
duly 20—Washington, D. C.—Argument: 
W-326—Central Barge Co., contract and common carrier application. 
a 14232—Mo. Pac. R. R. Corp., in Nebraska Trustee abandon- 
men 
July 20—Youngstown, O.—Fed. Bldg.—Examiner Hosmer and Comm. 
Aitchison: 
28825—Bituminous coal to Youngstown district. 
July 21—Brooklyn, N. Y.—Hotel St. George—Examiner Boyden: 
* Finance 10881—C. & N. W., reorganization. 
July 21—Denver, Colo.—Shirley-Savoy Hotel—Examiner Clifford: 
* MC-F 2546—Pacific Intermountain Express Co., lease, M. K. & C. 
Truck Lines. 
July 21—EI Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 87: 
MC 30605, Sub. 47—The Santa Fe Trail Transportation Co., Wichita, 
Kan., certificate to extend operations. 
July 21—Green Bay, Wis.—U. S. Ct.—Examiner Myers: 
MC 56270 Sub. 3—Leicht Transfer & Storage Co., Green Bay, Wis., 
certificate to extend operations. 


Classified Aver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
ime, 13 time, 26 He time.Classified Ji discount rates + 


POSITION WANTED in industrial or transportation traffic dept. by 


man with 14 years’ training in rates, divisions, routing, etc. Box 256, 
Traffic World, Chicago address. 


TRAFFIC MANAGEMENT—13-month general course by mail, using 
actual tariffs, guides, etc. Covers rail, water, motor, air, express, 
fwding., rates, claims, demurrage, transit, routing. Personal comments. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago. 


A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


80—Hopper, Double, 50-Ton 

10—Hopper, Side-Discharge, 50-Ton 

150—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 

15—Ballast, Composite, 50-Ton 

25—Box, 36-Ft., 40-Ton; Steel Ends 
20—Dump, K & J, Automatic, 16-Yd., 40-Ton 
6—Dump, K & J, Automatic, 20-yd., 50-Ton 
20—Flat, 40-Ft., 50-Ton 

38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
10—Gondola, 50-Ton, High-Side, Steel 
3$0—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING conteining IRON or STEEL" 
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July 21—San Francisco, Calif.—Monadock Bldg.—Examiner Linn: 
MC 78786 Sub 122—Pacific Motor Trucking Co., San Francisco, Calif, 
July 21—Springfield, Mass.—Fed Bldg.—Jt. Bd. 189: 
MC 26056 Sub. 1—Tri-State Motor Lines, Brattlesboro, Vt., certificate 
to extend operations. 
July 21—Washington, D. C.—Argument: 
W-543—Seatrain Lines, Inc., common carrier applications. 
W-587—Foss Launch & Tug Co. application. 
July 21—Washington, D. C.—Examiner Cremins: 
* Finance 14612—S. A. L., receivership. 
July 21—Winston-Salem, N. C.—Fed. Bldg.—Jt. Bd. 7: 
MC 59238, Sub. 17—Virginia State Lines, Inc., Charlottesville, Va, 
certificate to extend operations. 


MC 58253, Sub. 1—Community Transit Lines, Winston-Salem, N, ¢,, 
certificate. 
July 22—San Francisco, Calif.—Monadnock Bldg.—Jt. Bd. 75: 
MC 76034—Intercity Transport Lines, Inc., San Francisco, Calif, 
July 22—Springfield, Mass.—Fed. Bldg.—Examiner Kephart: 
MC 59650 Sub. 2—Southbridge Trucking Co., Southbridge, Mass., cer. 
tificate to extend operations. 
July 22—Washington, D. C.—Argument: 
Finance 14447—W. & O. D. purchase. 
* Finance 14358—C. A. & S. et al. abandonment. 
July 24—Hartford, Conn.—Bond Hotel—Examiner Kephart: 
MC 18264 Sub. 7—Hartford Transportation Co., Inc., Hartford, Conn,, 
certificate to extend operations. 
July 24—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 105095—H. Snider, Hamilton, Mo., certificate. 
July 24—Kansas City, Mo.—Hotel Pickwick—Examiner Corcoran: 
MC 105084—L. W. Hayes, Bethany, Mo., certificate. 
July 24—Philadelphia, Pa.—U. S. Ct.—Examiner Snider: 
29100—Hugh McGinn vs. Philadelphia & Western Ry. 
July 24—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Boss: 
MC-C-396—S. Strunz & Son, Inc. vs. Hemingway Brothers-Interstate 
Trucking Co., et al. 
July 24—Shreveport, La.—Washington Youree Hotel—Examiner Higgins: 
* MC-F 2217—Beneficial Industrial Loan Corp., control; continental Mo- 
tor Coach Lines, Inc., control; Tri-State Transit Co. of Louisiana, 
Inec., merger, Interurban Transportation Co., Inc., and Bordelon 
Lines, Inc. 
* MC-F 2218—Tri-State Transit Co. of 7ouisiana, Inc., issuance of stock. 
July 24—Washington, D. C.—Argument: 
28190—New automobiles in interstate commerce. 
July 24—Winona, Minn.—U. S. Ct.—Jt. Bd. 142: 
MC 58273 Sub. 1—Green Bay and Western Railroad Co., Green Bay, 
Wis., certificate. 


July 25—Brooklyn, N. Y.—Hotel St. George—Examiner Boyden: 
Finance 12950—Cent. of Ga., reorganization. 

July 25—Brooklyn, N. Y.—St. George Hotel—Examiner Snider: 
29125—Lifschultz Fast Freight vs. A. B. C. Freight Forwarding. 


N. Y. C. RADIO CONTROL 


The New York Central System has announced that equip- 
ment for radio communication between yard locomotives and 
the westbound classification control tower in its freight yard 
at Selkirk, N. Y., will be installed and will be operated under 
an experimental license granting permission for the use of fre- 
quencies of 30,000 to 40,000. The New York Central says that 
three locomotives employed in pushing trains over the hump 
for classification of their cars and a fixed station at the hump 
office, headquarters of the hump conductor, are being equipped. 
Under this plan, according to the announcement, the hump con- 
ductor will be able to give direct and more precise instructions 
to the engineman over the radio telephone than can be trans- 
mitted by any method of signaling now in use. A carrier wave 
system had been operated successfully since 1940 at its Sharon- 
ville, O., freight yard, the New York Central said. 


PERMALUX DECALCOMANIA BOOKLET 

The Permalux Company, Chicago, has issued a new illus- 
trated decalcomania booklet, showing various uses for their 
products in the field of transportation. It contains advice for 
operators of truck fleets and for railroads on judging decal- 
comanias and some of the specific characteristics and applica- 
tions of Permalux Kolorfilm. Included is a large form showing 
the specifications for typical decalcomania applications for a 
large truck fleet. 
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28 years in business. 
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Merchants Motor Freight, Inc. 


Established 1928 - - I.C.C. Permit No. MC 76266 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,369 miles of daily service 














maak 


fe ‘ibn | 






























OFFICES _——_ ore s. Paul 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North 12th; q- 
Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. Farminees)] 
Des Moines, lowa, 321 S.W. i} Denver, Colorado, 1320 {tith; 
Phone 3-4185; Teltp. D. M. 9 Phone Keystone 5121. wai E \ 
Chicago, Ilinols, 2424 West Puce Road ; Waterios, lowa, 300 Duryea; A aniiesora 
Phone Haymarket 3930; Teltp. Chicago 1794. Phone oo ig W'loo bg Owatonef 
P . Rock Island, Ullinols, 2618 Fou Ave. ; 
St. Louis, Missouri, 4th and Spruce; i 
Phone Garfield 5234: Teltp. St. L. 440. — ek 4042; 
Kansas Clty, Missouri, 2560 Warwick, Traffieway Cedar Rapids, lowa, 215 Ninth Ave., S.E.; Watch to. display advertisment, 
Phone Harrison 6282; Teltp. K. 594 Phone 3-0253; Teltp. C. in other issues of Traffic World. 
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TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- ' 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; f 

Central and Middlewest Motor Freight Bureau. — 

INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- . 
bility—$25,000 per person—$100,000 per jen - Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
Workmen’s Compensation. 54 city trucks. 
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Shippers of War Tonnage and Civilian 
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going into government and military traffic positions 









while hundreds of personnel readjustments are tak- 


ing place in traffic management of private industries, 


— ~ 
REPRESENTATIVE: Penno whether producers of war tonnage or civilian esse 


Merchants Transfer Company, 
West Polk St., Monroe 5020, Chicago. 


TARIFF AGENCIES: Central States 
Motor Freight Bureau, Inc., Northwest 
cone — =. 7 .or 
ar ureau nc,, stern ntra 
Motor Carriers Association, Central & INSURANCE: 
Southern Motor Freight Tariff Associa- Cargo, $10,000-$50,- 
tion and Mid-Western Motor Freight 900 (Northern Assurance 
Tariff Bureau, Inc. Company, Ltd, of London); 
Public Liability, $50,000- $100, 000 (Fidel- 
EQUIPMENT: 41 Tractors (33 owned), ity and Casualty Companyof New York); 
30 semi-trailers (28 owned), 18 trucks— Property Damage, $9,000 (Fidelity and 
van bodies (16 owned), | truck—open, Casualty Company of New York); Work- 
18 refrigerator trucks and trailers. ing Men’s Comp. (Fidelity and Casualty 
CONNECTING LINES: All responsible Company of New York). 
lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- 
Fond du Lac, Wisconsin; and Dubuque, tion and cartage service at Madison, 
lowa. Wisconsin. 


tials. Recent field surveys prove that the prime 


movers of freight tonnage today are more intere’ .ed 





than ever in easily understood territorial maps of 
freight carrier operations, together with allied in- 
formation. The primary purpose of this motcr 


transport section is to fulfill such a purpose. 






















MOTOR’ TRANSPORT SECTION 


EASTERN & CENTRAL STATES 


DECATUR 
CARTAGE CO. 


COMMON CARRIER 
(I.C.C. Doc. No. 68909 
Established 1926 Inc. (Iil.) 
20th St. and Wentworth Ave. 
Telephone—Victory 6000 

CHICAGO, ILL. 
INSURANCE —Cargo, 
$50,000/100,000; Public 
se Pe ar / 50,- 
; Property Damage, 
$50,000. 
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Random Quotations from 
Shippers About this Motor 
Transport Section 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
irresponsible motor carriers from our service. 


Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
by us as responsible lines. 





Battery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
ill have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable. 


Stove Mfr. (St. Louis)—With the 
time, any i 
value. 


Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% 


Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
any we could hope to make. 


rtisments 
fic World. 
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} * } . . Watch display advertisements on the 
Lake Michi | AB 


index page of TRAFFIC WORLD. 


is the time to keep the details of your operation 


eat number of trucks operating at the present 
‘ormation from a reliable source as to responsibility is of considerable 
eep this up. 
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Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort in 
using motor lines suggested by Traffic World. Good work—keep them coming. 


ogee Products (Tulsa)—It is limited and the ones shown do not operate in 


¢ territory we serve. 


Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
truck transportation, one has to choosc those which are the most stable and depend- 
able and this guide gives you just that. 


Distiller Owensboro, Ky.)—Knowing that you have thoroughly investigated 
carriers before accepting their ads your information is more dependable than that 


obtained in a general guide. If you would arrange to give more general coverage 
you would eliminate complaints of non-coverage in certain sections. 


Flour Miller (Great Falls, Mont.)—The maps are very helpful. 


Salt Company (Chicago)—Your service is very helpful, but of course is not 
complete. Since we are natio distributors we need this information in all parts 
of the United States. Get more representation. 


Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 
_ LL SLL TEL LL LOCC ALL A LL 


before the leading shippers of the country. 
Listings in this motor transport section are set- 


up in accordance to specifications of shippers. 


Advertising rates are extremely low. Write for 
full details. 


INTER-STATE SYSTEM 


CENTRAL MICHIGAN TRUCKING INC. 

EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 
INTER-STATE MOTOR FREIGHT SYSTEM, INC., OF 
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stries, 
essen- . Brawn Sproul, Vice President—Traffic 
. MISSOURI 1234 St. Aubin Detroit 7, Michigan 
prime Common Carrier Ge 1: oe wy 
; Established 1924, a Michigan corporation. Faster Central Motor Gerien eee 
re’ .ed I.C.C. Docket Nos. MC35628 and MC48645- Fadia (eter Reet Terr issociation. 
Equipment rm Motor Carriers Rate Conference. 
ips of abiiiiteniaieaia —_— Mid-Western —— Freight Tariff Bureau. 
Owned and lea tractors, t > Schedules 
‘ nexoelled Transportation over fast, direot, soheduled 200 pick-up trucks; Total 2125 . All poco Following day eee ee 
ed in- utes th rough 19 Industrial states. Terminals and ment modern and efficient. on all shipments within a 360-mile radius of 
wie trehouses In principal olties. Cheok these advantages: Senenenen ee ee ok Oh 
mote based 4 m.p.h. 
tering stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies *chedules operated daily. k-up and de 


) every 100 miles or less. 
"pick-up. Free delivery. 
service. 
inspectors at terminals. 
Away Patrol System. 


C.O.D. deliveries accepted. 
Experienced personnel. 
Courteous operators. 
Fully insured cargoes. 
Modern equipment. 





authorized to do business in each state as 
required. 


Cargo: $120,000 (Primary), $155,000 e-- 
cess); Public Liability, $100,000/200,000; 
Property Damage, $25,000; Worlkmen’s 
Compensation. 


livery everywhere. 
Our own lines and established connegting 
lines serve more than 25,000 points ig the 
United States. 

tion Mem 


Associa berships 
A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 
of Commerce in principal cities served. 
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“Satisfy your Customers with 


Norwalk Service’’ 
J. F. Ernsthausen 
President 
C. W. Hoke 


Vice-President 
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Established 1921 

Incorporated (Ohio) Ne 

36 Woodlawn Ave. 
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NORWALK, OHIO 
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INSURANCE Co. * Blanket Employees Bond 
%& Cargo, $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bonded 
a > Lge ee ‘ by new A. T. A. bond. 
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ance on All Terminals (The Travelers 
Insurance Co. & The Travelers Liability 


COMMON CARRIER 
.C.C Certificate No. 71096 


Grand Rapids 
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OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellen» 


(Phone 3484) ; Fremont, 109 E. State St. (Main 2825); Lorain, 202 114, 
St. (Phone 4135); Mansfield, 398 N. Main St. (Phone 21606) ; Medina, 
254 Smith Rd. (Phone 22181); Napoleon (Phone 28741): Norwalk, 
36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phong 
2276); Toledo, 145 S. St. Clair St. (Adams 4291); Vermilion (Phone 
3363); Warren (United Terminals) (Phone 4886). 

MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105); Battle 
Creek, 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First §, 
(Phone 6228); Detroit, 175 S. Campbell St. (Vinewd 2-1435); Flint, 
1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) ; Kalamazoo. 115 West 
Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401): 
Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Are, 
(Phone 29201): Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINALS—Auburm, 334 W. 9th St. (Phone 618-J); Ej. 
hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
St. (Anthony 4363) - Goshen, 1201 8. 10th St. (Phone 111); Hammond, 
1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main St, 
(Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 


PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 


Greenville £2) 





Central Motor Freight Assn., Inc. 
Ohio Motor Frt. Tariff Bureau 


Tidewater Express Lines, Inc. 
Warner & West Streets, BALTIMORE, MD. 


J.T. Bennett, Traffic Manager 
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TARIFF AGENCIES 


Individual 
Middle Atlantic States Motor om Co 


EQUIPMENT 


Call—SOuth 1551 


BRANCH OFFICES 


Aberdeen, Md. 
(Call 111) 
Frederick, Md. 

300 East St. (Call 557) 
York, Pa. 
Charlies & Howard Sts. 
(Call 6122) 
Washington, D. C. 
2515 H St., N. W. 
(Call Republic 2224) 
Fredericksburg, Va. 
(Call 1199) 
Richmond, Va. 

S. 18th St. (Dial 7-4366) 
Westminster, Md. 

77 John St. (Call 288) 
Elkton, Md. 

(Call 144) 


Southern Motor Carrier Rate Conference 
inference Eastern-Central Motor Carrier Association 
y Mountain Tariff Bureau 


15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 


and flat bodies available. All company owned 


INSURANCE 


*%Cargo, $10,000 (Northern Assur. Co. of London)... Public 


Liability, $10,000 & $50,000; Propert 
deductible (Fidelity and Casual 
Compensation (Lumberman’s 


Co. of N. 
Lene Gleaualina 


Y.). Workingmen’s 








EQUIPMENT Fr Beaver Se 


317 tractors (309 company owned); 
432 trailers (all company owned); 
208 delivery trucks (ell cemeeny owned) 


‘Maps and Information in this Section 
Superior to Any Other Type Published!” 


Not so long ago, an industrial traffic manager of & 
leading industrial manufacturing company in Milwau- 
kee, Wis., wrote this: 


“In the issue of the Traffic World which is 
published in the third week of each month, 
you have a Motor Transport section. We find 
that the maps and information which is pub- 
lished in this section to be superior to any 
other publication of this type, which we have 
seen, 


“We would like to be advised if the maps and 
other information which you show in the 
Motor Transport section are available under 
separate cover. If not, what suggestions do 
you have relative to filing these pages to make 
them readily available for reference works?” 


It is little wonder that this typical leading shipper finds 
this motor transport section so helpful—information and 
maps are set up according to shippers’ specifications. 


| PENNSYLVANIA | 
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ARE YOU CURIOUS ABOUT 


EVERY DAY, in Fruehauf’s Ex- 
perimental Department, men are 
putting into form the improve- 
ments for civilian Trailers devel- 
oped by our designing engineers. 


That’s been going on for years, 
of course, but war has stepped up 
the pace—because, in developing 
over 100 different types of Trailers 
for military use, our engineers have 
found scores of ways to improve 
commercial units, too. 


And the thing that’s most im- 
portant to you is that these im- 
provements are made available to 


you just as soon as possible after 





they are perfected.* 


That means immediately in 
many cases. But sometimes it may 
mean a delay of weeks or months. 
And some improvements may have 
to be “shelved” until war is over. 
The availability of tools, machines 


and materials controls that. 


“POSTWAR” TRAILERS? 


Here is Fruehauf’s Position 
On the Subject 


Certainly your “postwar” Frue- 
hauf will be a better Trailer than 
the one you “get today. It would 
be better under normal circum- 
stances, just as this year’s Fruehauf 


is a better product than last year’s. 








How much better it will be is, 
of course, something which cannot 
be answered at this time. It de- 
pends upon how many improve- 
ments already perfected must 
await the war’s end before we can 
pass them on to you—and it de- 
pends, also, upon what the manu- 
facturers who supply us with ma- 
terials and parts develop for us. 


But this you can be sure of: 


Insofar as we are able to do 


so, we will continue to incor- 








porate in the design and con- 


struction of Fruehauf Trail- 





ers all improvements as they 
are perfected. 


There is nothing in the immedi- 
ate postwar picture now which 
gives us any reason to expect a 





startling unveiling of radically new 
postwar models. 


Improvements will be made as 


we go along; nothing will be kept 
back from you voluntarily—above 





have no part in our planning. 





You buy Trailers—and we build 
them—for only one purpose: to cut 
your haulage costs. And we believe 
we are justified in assuring you that 
the Fruehauf you buy—whether it 
is today, next month or next year 
—will give you a better-than-usual 
return on your investment. 


This year we have been au- 
thorized to build some 12,000 
Trailers for civilian use. Nat- 
urally, this does not compare 
with our peacetime volume or 
with the demands of the in- 


dustry, but it is sufficiently 
large to enable us to “tool 
up” now for many improve- 
ments which, on the basis of 
smaller volume, would have 
to wait until normal peace- 
time production is resumed. 





* ONE OF THE LATEST IMPROVEMENTS 


One of the latest improvements going into Fruehauf Trailers is zinc-coated, paint-grip 
material in all steel sheets. Used in roof, roof-cap and body panels, zinc-coating protects 
against rust, provides a perfect painting surface—cuts maintenance and depreciation costs. 


World’s Largest Builders of Truck-Trailers 


Service in Principal Cities 


FRUEHAUF TRAILER COMPANY ~- DETROIT 32 








“Since 1917—well pleased in every respect” 


... with DIAMOND T reliability 


“ UR first experience with Diamond T trucks dates 
back to the days of solid tires, magnetos and 
kerosene headlights,” writes Barney Cushman, presi- 
dent of Cushman Motor Delivery Company, Chicago. 
“The dash board instruments consisted of a choke 
lever and oil pressure gauge. Open cab with side cur- 
tains and isinglass for windows. This was in 1917. 
“Our present fleet includes 25 Diamond T 114 to 
21-ton straight trucks used in pickup and delivery 
service, and 36 Diamond T tractors, each of which 
pulls a trailer with an average pay load of ten tons. 
Many of them have over 500,000 miles and are still 
on the active list. Some of the pickup trucks are over 


10 years old and still performing creditably with 
apparently many more years of service in reserve. 

“We are certainly well pleased in every respect with 
our Diamond T trucks, and with the organization re- 
sponsible for their manufacture and service.” 

- * * 

It is strong testimony for the reliability and low oper- 
ating cost of Diamond T trucks that they are the choice 
of so many leading operators in the. transportation 
business . . . operators like the Cushman Motor De- 
livery Company, who have profited by Diamond T 
reliability and economy for 27 years. 


DIAMOND T MOTOR CAR CO., CHICAGO 


Established 1905 





